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GOODS FOR EXPORT 
fact that goods made of vaw materials in short supply 
g to way conditions are advertised in this paper should not 
he taken as indicating that they are available for export 
NOTICE TO SUBSCRIBERS 
Consequent on further paper rationing, new subscribers cannot 
accepted until further notice. Any applications will be put on 
i waiting list which will be dealt with in rotation in replace 
nt of subscribers who do not renew theiy subscriptions 
POSTING THE RAILWAY GAZETTE ’’ OVERSEAS 
We would remind our readers that there are many overseas 


intries is not permissible for private individuals to 


THE RatLway GAZETTE 


to which it 


end printed journals and newspapers. 
possesses the necessary permit and facilities for such dispatch. 
We would emphasise that copies addressed to places in Great 


Britain should not be re-directed to places overseas 


REDUCTION IN SIZE OF PAGE 


onomise in paper our readers will observe a slight reduc 


l eC 


n the size of THE RatLway GAZETTE in that the size of the 
page has been reduced from 9 in. X 12 in. to 84 in. x 114 in. 
The type area of the page remains the same, namely, 7 in. xX 
10 i) but the surrounding margins have been reduced. This 

iyse detracts from the appearance of the paper, but is one of 
ihe ¢ gencies of the war 

TO CALLERS AND TELEPHONERS 
til further notice our office hours are: 
Mondays to Fridays 9.30 a.m. till 5.30 p.m 
Office closed on Saturdays 
INSWERS TO ENQUIRIES 
t veason of staff shortage due to enlistment, we regret that 
no longer possible for us to answer enquiries involving 
’ h, or to supply dates when articles appeared in back 
wbeyr either by telephone or by letter 
ERRORS, PAPER, AND PRINTING 

ing to shortage of staff and altered printing arrangements 

‘ue to the war, and less time available for proof reading, we 


ask our readers’ indulgence for typographical and other errors 
they may observe from time to time, also for poorer paper and 
Printing compared with pre-war standards 


GAZETTE 145 


An Appeal for Fuel Economy 


HE Minister of Production, Mr. Oliver Lyttelton, has addressed 
an appeal for fuel economy to managing directors of 30,000 
industrial undertakings all over the country. There can be no doubt 
of the need for the utmost conservation of our fuel supplies at the 
present time, and it is obvious that at this stage of the war the 
maximum field for the achievement of economy is to be found in 
the industrial as distinct from the domestic sphere. With his 
appeal Mr. Oliver Lyttelton has enclosed a note by the Ministry 
of Fuel & Power, which contains a number of practical suggestions, 
and in commending them to the attention of industrialists, the 
Minister points out that he has the full support of the Admiralty, 
Board of Trade, Ministry of Supply, and Ministry of Aircraft Pro- 
duction, each of which departments is anxious that the undertakings 
with which each is concerned should play their part with the rest 
of industry It is clear, therefore, that the need for making the 
best use of available fuel applies equally to undertakings 
engaged on work directly and closely associated with the war effort, 
as well as to others which may be on the fringe of production asso- 
ciated with the effort. The railway industry, of course, is a 
large user of coal; before the war it purchased and used all but 
15,000,000 tons a year. It is probable that its consumption of coal 
for motive power purposes has increased, and it is not possible to 
say to what extent this may have offset economies in other 
directions. It is known, however, that all the main-line railways 
for some time have been engaged on measures designed to effect the 
greatest pe yssible economy in coal « onsumption and that some success 
has attended these efforts 


war 


Getting Together 

There are realms in which railway companies and the manu- 
facturers who supply them might well get together with a view to 
improving the quality of the materials used by the railways in 
such large quantities. To take the specific example of steel rails, 
of which in a normal year British railways purchase some 200,000 
tons or more for renewals alone, we have not infrequently heard 
the argument on the manufacturing side that if the wearing quality 
were improved, the demand for rails would be reduced. It is a 
short-sighted view. In fact, with the constantly rising speeds of 
normal years, heavier rolling stock, and, in consequence, heavier 
and more powerful locomotives, the wear conditions which affect 
the life of rails are being constantly intensified ; so far from less 
rails being required, it is all that the railways can do to prevent 
of the period between successive rail renewals. As 
costs thus tend to increase, the railways, not being 
philanthropic institutions, must cast around for means of con- 
tinuing to pay their way, and therefore seek from time to time 
an increase in their carriage rates; and this, in turn, comes back 
to the manufacturer as an increased charge on such of his output 
as goes by rail. The most desirable and logical principle, in order to 
combat this vicious spiral, is surely for the user and the manu- 
facturer to get together to a considerably greater degree than 
hitherto, not for the user to secure material improvements in the 
quality of his purchases at the manufacturer’s expense, nor for the 
manufacturer to charge the heaviest supplement that he dare 
without extinguishing the improvement altogether, but for mutual 
and without progress there is stagnation. 


a shortening 
maintenance 


benefit. This is progress ; 


Canadian Government Railway Business 

The matter of the division of Government railway business 
between the publicly-owned Canadian National Railways and the 
privately-owned Canadian Pacific Railway, was widely dis- 
the committee sessions of the Railways & Shipping 
Committee of the Canadian House of Commons, which tabled its 
final report in June. The committee recommended that both 
public and private railways be allowed to compete on their own 
merits for Government business, without departmental instruc- 
tions for the division of traffic. The 1941 Railways & Shipping 
Committee had recommended a division in accordance with the 
relative responsibilities of the two railways. In a comparison, 
the committee cited the mileage of the C.N.R. as 21,790 and 
that of the C.P.R. as 16,829. The C.N.R. had 75,000 employees 
to the C.P.R.’s 53,000, and the ratio of fixed charges of the 
C.N.R. was 53, compared with 26 for the C.P.R. The 1942 
committee questioned six Cabinet ministers on departmental 
policy in dividing business. C.N.R. officials told the committee 
there was an impression among Government officials that there 
should be a 50-50 division of business, which they said was unfair 
to the larger C.N.R. The railway representatives said they 
would prefer that no departmental orders should be given. 
Evidence given the committee was to the effect that, while in 


cussed at 
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some departments there was an understanding that there should 
be an equal division of the business, in only one (the Defence 
Department) were there written instructions, and these were in a 
memorandum issued in 1933 [he committee’s report also 
recommended the institution as soon as possible of a standardised 
wccounting practice on Canadian railways, as present differences 
between the C.N.R ind C.P.R. practice made comparisons 
difficult 
ses om 


Container Traffic Developments in Germany 

Despite the war, the society for studying container traffic in 
Studiengesellschaft fiir Behalterverkehr) is said t 
to continue and extend its work of encouraging 


certain advantages of which 


(sermany 
have been able 
the development of container trafhu 
such as saving labour, fully using transport facilities, and saving 
packing important in wartime than in 
peact For organising such traffic 1 new company has been 
under the name Deutsche Behalter-Verkehrs-Gesellschaft 
Several hundreds of refrigerated containers already have 


materials) are no less 


formed 

m.b.H 

been ordered universal low-temperature containers weigh 

ibout 1,250 kg. empty and can carry between 3,150 and 4,000 kg 
| freezing cartridges 


r hese 


ot refrigerate goods It is considered that 


either supplied by — the 


have great possibilities they ire 
refrigerating-equipment manutacturers or can be made by port 
Pheit 


ible apparatus worked by an internal-combustion engine 


use greatly facilitates the maintenance of low temperatures by 


the simple method of changing the cartridges or recharging them 


Practical tests are said to have given good results \ load in a 
container was dispatched at a temperature of 17° C., and after 
i normal 17-day journey the mean temperature was —2 

sos om 


Seasoning Sleepers 

Some conflict of opinion has been expresse 
columns of our American contemporary Faz/ 
vay Engineering Vaintenance as to the length of time thi 
railway sleepers should be allowed to season between the applica 
treatment and laying in the track Dwe 
period of at leas 
months, preferably 


lin a recent corre 


spondence in the 
t 


tion I 
ot the 


preservative 
favoured a seasoning t 


corre sponde nts 
up to twelve 


six months, and, if possible 
in stacks, where the excess preservative which bleeds from the 
sleepers helps to fill up small seasoning cracks in the adjacent 
whereas if the sleepers are run out singly along the 


sleepe rs 
this excess drains away and ts 


track and left till required for use 
lost Hardening of the timber 
preservative evaporates 


proceeds progressively as_ th: 
ind this hardening prevent 
wood when the soleplates or chairs at 
thoroughly dry are also more 
easily and handled by the track staffs than those which 
ire fresh from the treatment plant On the other side of the 
ledger there is the fact that as treatment is applied to prevent 
decay, and as throughout the life of the sleeper the preservative 
vhich has been applied for this purpose is in course of volatilisa 
month spent by the sleeper in storage is in all prot 
deducted from its effective life in the 


eXCess 
damage to the 
Sleepers that ire 


ately led | 


undue 
ittached 


tion, every 
ibility a month track 
Storage for from six to twelve months after seasoning also greatly 
ncreases the total toc kK 


of sleepers that must be held by the 
practically settled 
falling short of demand, s 


ulway, and in present conditions the matter i 
h supply is 


rendering impossible storage for any 


vy the extent to WwW 


ength of time 


ses a= 
Iran or Persia ? 

In a statement accompanying the annual report and accounts 
of the Imperial Bank of Iran, the Chairman, Colonel Sir A. Henry 
McMahon, comments on the use of the names Iran and Persia 
He says quite truly that the country has been called Iran by its 
own inhabitants for over 3,000 years, and that 
n the time of Cyrus and Darius 
by the same name of Fars 


Persia 
was the part of Iran now known 


Persis or 


Nevertheless, the whole of the country 
has always been known popularly to Europeans as Persia, which, 
n the time of Herodotus, was the most important district How 
ever, the Persians themselves call their speech the Persian language 
aban 7 far and the Persian Gulf has the same name to them 
In January, 1935, the Persian Government expressed 
the wish that in future the country should be known abroad as 
t had always been known at home, and not by the name of one of 
its provinces The Imperial Bank changed its name accordingly 
by virtue of a supplemental charter from the British Crown the 
Anglo-Persian Oil Company likewise became the. Anglo-Iranian 
Oil Company ind so on. The practice of calling a country by a 
name other than that used by its inhabitants is widespread. Deutsch 
land is called Germany by English-speaking people, and without 
offence even in times of peace. There is, therefore, precedent for 
the continuance of the use of the word Persia, which is widely 


khili} 1 far 
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recognised and has the further merit of avoiding confusion with t 
neighbouring country of Iraq. We ourselves have reverted to t 
word Persia instead of Iran, following the lead given by the British 
Government some little time ago, and, in view of that lead, we 
regret that Colonel Sir Henry McMahon should have thought fit 
to conclude his interesting reference with the remark that it 
seems ungracious to speak and write of Persia instead of Lran 


sas a= 
Rolling Stock Variety 
he remarkable variety of modern American passenger rolling 
stock is well illustrated by the description in th® 1941. Annual 
Report of the Pennsylvania Railroad, of the 6,844 
vehicles owned by that company. They include coaches (the 
equivalent of British third class), coach-broiler, café, dining, and 


passenger 


club cars; express, crew-express, horse-express, and refrigerator 
express cars; postal, baggage-mail ind combined passenger- 


hyphenated combinations indi 
cate the various ways in which vehicle may be divided up; 

broiler ’’ denotes refreshment service with grill; ‘‘ express ” 
a compartment for parcels service as distinct from mail and bag- 
horse "’ and ‘“‘ crew accommodation respectively for 
iorses and for certain members of the train crew when off duty 
n long runs. To this catalogue must be added the wide range of 
modern Pullman accommodation, including parlour cars, observa 
tion lounges with or without buffet, refreshment, or grill service 
ind all kinds of sleeping accommodation, at supplementary fares 
in proportion to the space occupied, such as master rooms, single 
ind double bedrooms, duplex rooms and roomettes, and the 
drawing rooms, sections, and upper and lower berths of the older 
convertible sleepers. Many of the modern Pullman sleepers 
combine in a single car several varieties of these sleeping acc 
modations. Monotonous uniformity is therefore unknown in th 
American long-distance trait 


| ro 
bage: 


ge-mail express cars Phe 


vag 
vage 


modern 
ses au 


Requisitioning of Private Owners’ Wagons 


The legality of requisitioning certain private owners’ wagons 
came up for decision recently before Mr. Justice Morton in th 
Chancery Division Mr. Frederick Fox, of Derby, in an action 
against the London Midland & Scottish and the Great Western 
Railway Companies, and members of the Railway Executive | 
mittee, claimed a declaration that the 776 wagons which he ow: 
or hired were not subject to requisition under the Railway Wagons 
Requisitioning Order, 1939 (S.R. & O., 1939, No. 1085), on the ground 
that they came within the exemptions specified in the Order. H 





also claimed an injunction and damages. The exemptions in 
question included wagons specially set apart for specific traffics 
specially constructed wagons ; and wagons restricted to working 
over a particular portion of a railway company’s line For the 


plaintiff it was explained that his wagons were used for carrying 
small coal from collieries to certain large consumers for whom ht 
acted as purchasing agent, and it was contended that they we 
specially constructed Chis definition was disputed by witnesses 
for the defendants, quoting railway practice which did not regard 
hopper bottom-door specially constructed.” Si 
Reginald Hill, Deputy Director-General of the Ministry of Wat 
lransport, said the view of the Minister was that to withdraw tl 
wagons would be to defeat the whole pooling scheme. Mr. Justi 
Morton decided that the wagons in question did not come witht 
any of the exemptions and that the requisitioning was therefor 
justifiable awarded to the defendants rhe 
judgment will be 


Wwavons as 


les 


Costs were 


ziven later 


Foaming of Boiler Water 

It is often held 
« general lack of originality, 
igainst the mechanical officers of the Missouri 


locomotive engineers that thev show 
but this charge cannot be preterred 
Pacific Railroac 
when faced with a seasonal recrudescence of severe foaming 

boilers operating west of the 
with an electro-chemical company 
circulating conditions 
glasses in the dome covet 
1,000-watt 


igainst 


the surface water in locomotive 
Mississippi In conjunction 
they made studies of the foaming and 
mainly by fitting bull’s-eye sight 
illuminating the interior of the 
electric lamps, and observations and taking motion 
pictures of the surface through the bull’s-eve 
Eventually a foam-collapsing trough was fitted within the boilet 
it the water-surface level and immediately below the dome 
and extending rearwards centre-line of the barre! 
discharge from the trough was through an electromatic blow-ot! 
connection outside the boilet Motion pictures and visual studs 
disclosed a rapid movement forward of the boiler water neat the 
surface level, which seemed to be more or less proportional to th 
rate of evaporation; the swelling up of the surface water with the 


boiler with special 


iInaking 


glasses 


water 


long the 
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a of the regulator; the development of spongy and 
bub conditions accompanied by a decrease in the steam 
sa ind an instant subsidence of the foaming action when the 
egu r was closed. 

, acco 
Tank Engine Workings 

\ iture of British railway operation in war conditions has 


restoration of tank locomotives to fairly long-distance 


bee tne - : 
er workings. Regular runnings on the L.M.S.R., for 


pas 8 
: 2-6-4 tanks, are from Barrow to Man- 


ex operated by 

chest ind back via Wigan, a distance of 90 miles each way; 
Vhitehaven to Preston, 102 miles; and from Workington to 

Carnforth, 814 miles. On the L.N.E.R. the continuous tank runs 


of such great length, but the Carlisle—Newcastle service, 
route of 604 miles, provides a typical instance of what 
« done by the 3-cylinder 2-6-2T ‘‘V1” and ‘‘ V3 ’’ classes. 
rl idvantage of the tank for such workings, of course, is 
coal and water capacity, and, although the bunker space 
L.M.S.R. 2-6-4 tanks is adequate for runs of over 100 miles 

with reasonable loads, water is another matter; unless track- 
is are available, time must be allowed en route for taking 


= ter from station water-columns, as is done regularly on the 
Fur s line at Barrow and Millom, and on the L.N.E.R. New- 
’ Carlisle line at Hexham. It was doubtless this considera- 

tion which up to the war had prompted the turning over of many 
rf t longer runs for which the tank engines had been designed 
to tender locomotives; now the heavy wartime demands on 
n ve power have compelled a return to the previous practice. 
Tank-engine haulage has its compensations, however, as the tank 
worked bunker first if circumstances require it, and there 

is ertain economy in the fact that the locomotive has not to 
its revenue-producing load the uneconomical haulage of a 

tender carrying supplies 
ses == 


Locomotive Oscillation Trials Continued in India 

\s a result of trials made in 1939-40 and reported to the 
Locomotive Committee, the latter ordered that compara- 
ts should be made with broad-gauge engines of the 


B and ‘* X¢ Pacific types, some fitted with centre- 

er bogies and others with side-bearer bogies. These tests 
urried out in 1940-41 and the results telegraphed to the 
sulting engineers for the information of the committee. The 
flange forces recorded, even with side-bearer bogies, were still con- 


sidered too high. Meanwhile, however, an improved type of 
bearer bogie slide, and also a device for providing lateral- 
control to the hind truck axles of the Pacifics, were per- 
by the Mechanical Branch and applied to an ‘‘ XB ”’ and 

XC ’’ engine, with which flange-force and oscillation 
have since been made \ substantial reduction in flange 
ures has thus been secured under a wide range of track 


litions At the same time similar trials have been made with 
YB Pacific, 0-6-2, and 2-6-2 types, all metre gauge. 
Y Bs is originally built were tested against others modified 
similarly to the broad gauge Pacifics; the modified engines gave 


ved results. Comparative trials were also made with metre- 

gauge ‘‘ YF ’’ class engines with different types of leading and 

trailing-truck controls, with both normal and increased lateral 

with flat-fabric liners instead of Cartazzi hind-truck 

with German-type engine-tender buffing gear, and with 

iry and with corrugated coupled-wheel journals The 

tion of some of these modifications has enabled a relaxation 
eviously enforced speed restrictions 


No Smoking 


| railway companies recently issued stricter instructions to 
taftfs concerning passengers who forsake clandestinely their 
umiliar surroundings for padded luxury, yet retain the tell-tale 
green ticket deep in their waistcoat pocket Now the Railway 
Committee is threatening dire penalties against those 
uurt My Lady Nicotine while breathing the pure, unsullied 

ll a non-smoking compartment—a dastardly habit when 
85 per cent. of railway carriages are available to lovers of the 


Xe itive 


wet Consider for a moment the almost unique advantage which 
+} 


ie railways offer. In what other sphere can a non-smoker separate 

from noxious fumes, yet not interfere with those who 
pro them If he visits his favourite public house he may have 
istom his eyes to the haze of tobacco smoke before he can 


e the bar: and there is no cinema in which he can be sure 
that his knee will not be mistaken for an ashtray in the darkness 
If he can put up uncomplainingly with these things, surely he is 
entitled at least to travel in contentment ? It is to be hoped, 


therefore, that success will attend the efforts of the R.E.C. 
ttherwise his only compensation will be to join a filling factory, 
where he may, after all, have the last and longest laugh. 
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South African Railways & Harbours 


HE highly satisfactory results achieved by the Railways & 
Harbours Board of the Union of South Africa during the 
financial year ended March 31, 1941, as shown in the report for 
that period, were discussed in THE RaiLway GAZETTE of Febru- 
ary 6, 1942. In addition the administration has now issued its 
report for the calendar year ended December 31, 1941, which also 
discloses remarkable results, but does not give such a full 
analysis. During the calendar year the combined services of rail- 
ways, harbours, steamships, and airways yielded a total revenue 
of £47,358,762, of which £39,976,021 was required to meet work- 
ing expenditure, leaving a gross surplus of £7,382,741. Appro- 
priations from revenue amounted to £2,009,500, leaving a net 
surplus for the year 1941 of £5,373,241. The volume of railway 
traffic conveyed in the early months of 1941 was more or less 
equal to that carried during the same period of the preceding 
year, but after April the tonnage increased to such an extent 
that the resources of the administration were taxed to the utter- 
most. The demand for coal for both bunkering and industrial 
purposes rose steadily and new record figures in respect of the 
daily, weekly, and monthly output of the Transvaal collieries 
were set up A very large increase was also recorded in railings 
of manganese, chrome, and iron ore for export. War conditions 
brought about the haulage of various classes of traffic over much 
greater distances than previously 
In addition to the longer turn-round of wagons, numbers of 
vehicles were sometimes held up for lengthy periods at the ports 
because of the irregular arrival of shipping, and the position 
was often aggravated by the need for giving preference to 
military traffic. The cumulative effect of these factors compelled 
the department, towards the close of the year, to introduce a 
system of rationing with the object of ensuring an equitable 
distribution of wagons among all users of railway transport. 
On the whole, loaders throughout the country have endeavoured 
to assist by eliminating delays to wagons at terminal points. 
Figures in the accompanying table refer to the railways only :— 


1940 1941 
Passengers oe : 123,968,979 140,728,918 
Goods and minerals, tons 22,260,008 22,284,671 
Coal, tons - ; m soe 10,551,692 11,303,395 
Operating ratio, per cent. (including depreciation) 71-03 67-11 
Route-miles operated ; ae 13,920 13,920 
£ £ 
Passenger receipts : 6,727,420 8,030,544 
Goods and mineral receipts 21,958,501 23,660,764 
Coal receipts 4,033,299 4,328,803 
Total revenue 35,551,840 39,213,016 
Working expenditure 25,254;006 26,314,773 


Passenger traffic during the 1941 excursion seasons was most 
intensive, but the outstanding feature of the year’s working, 
so far as this traffic is concerned, was the extraordinarily heavy 
and sustained demand for accommodation throughout the entire 
period 


The Other Man’s Point of View 


I these days, when “‘ getting together ’’ in every realm of war 

production is proving one of the most essential factors in the 
progress of the freedom-loving nations towards ultimate victory, 
it is interesting to review what has been done by railways in the 
same direction during the years of peace. For many years past, 


on the Canadian National and Baltimore & Ohio Railways in 
North America—both of them systems of great size and influ- 
ence—a method of what is called union-management co-opera- 
tion ’’ has been in operation On the B. & O. it began in 


February, 1924, by the signing of an agreement by the President 
of the System Federation of Shop Crafts and the Chief of Motive 
Power of the B. & O. RR., as an outcome of which combined 
staff and management meetings were arranged. At first fort- 
nightly meetings were held, with about half-a-dozen representa- 
tives of the different shop crafts and a like number from the 
management, at 45 centres; in the course of time this has 
changed to monthly meetings at 37 centres. Suggestions for 
improvements directed towards safer and more efficient produc- 
tion are presented and discussed; some can be handled locally 
and quickly disposed of; others may require considerable investi- 
gation and study, and are frequently referred for consideration to 
» entire railway, which meets 
quarterly. Many of the suggestions not unnaturally concern 
improvements in working conditions, but a considerable number 
of them relate to technical questions, and their adoption has 
led to greater economy and more efficient production. The only 
barred subject is grievances, for the handling of which other 
and more suitable machinery exists. At 11,673. co-operative 
meetings held on the Baltimore & Ohio up to the middle of April 
last, 32,160 suggestions have been made, and 27,715—no less 


system committee ’’ of the 
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than 86 per cent.—have been adopted; 326 are still under con- 
sideration; 1,216 have been deferred because the expense involved 
in their adoption would be too great; and only 2,914—less than 
10 per cent.—have been dropped as impracticable. No attempt 
has been made to calculate the total economy that has resulted 
from the adoption of these suggestions; each one adopted had 
been carefully considered, and was agreed on its individual 
merits. No great expense has been incurred; the meetings are 
held during the working day, but are of relatively short dura- 
tion; minutes are recorded and copies sent to headquarters, where 
they are studied. 

The B. & O. administration considers that the plan has been 
justified in the triple improvement that it has brought about, 
first, in the working conditions of the staff; secondly, in the 
working efficiency of the railway; and, thirdly, in the relations 
between staff and management. Mr. Daniel Willard, late Presi- 
dent of the Baltimore & Ohio, regarded the success of the scheme 
as due mainly to the attitude of mind of both sides, leading to 
mutual trust and understanding, and in this connection it is 
significant that since the inauguration of the plan, although, as 
previously mentioned, other machinery exists for dealing with 
grievances, it is now rusting for want of use; indeed, over a 
term now extending into years, only one grievance has been 
referred by the B. & O. Mechanical Department to the National 
Railroad Adjustment Board for settlement. Most British rail- 
ways for a number of years past have devised systematic methods 
for receiving, considering, and, where justifiable, adopting and 
rewarding suitable suggestions from their staffs. For example, in 
October, 1913, the Great Western Railway set up a Suggestions 
Committee for the purpose of encouraging and considering sugges- 
tions from the staff affecting the company’s business. This com- 
mittee is still functioning satisfactorily and has considered nearly 
60,000 suggestions covering all phases of railway work, and a 
substantial proportion of these has been adopted and awards 
made to the employees concerned. Probably one of the most 
important reasons for the success of the scheme is that the name 
of the person making a suggestion is never divulged to the mem- 
bers of the committee. Thus every suggestion receives the 
impartial consideration of a committee representing all the main 
departments of the line, no matter what the rank or status of 
the employee making the suggestion may be. 

But no British railway company has gone quite so far in the 
consultative direction as the Baltimore & Ohio. The nearest 
approach was probably on the late Great Eastern Railway, after 
the accession of the late Sir Henry Thornton to the General 
Managership in 1914, when he called together a number of com- 
mittees to consider the working of the line. Each committee was 
inter-departmental in its composition; probably the one which 
had the most remarkable results was the timetable committee 
responsible for drawing up the G.E.R. ‘‘ radical alterations "’ 
timetable of October, 1914—a train service which, though it 
displayed some marks of amateur compilation, nevertheless had 
a permanently beneficial effect on passenger railway communica- 
tions in the Eastern Counties. Although the lower grades of the 
railwaymen were not actually participants in these committees, 
their suggestions were invited and fully considered. On_ the 
operating side a valuable inter-railway organisation in Great 
Britain for bringing together in an unofficial way the enginemen 
and the administrations has been the Locomotivemen’s Craft 
Guild, with the opportunities it has afforded the men for the ven- 
tilation of their ideas about locomotive design and handling. In 
brief, there is little doubt that all such contacts are beneficial in the 
better appreciation that they give of ‘‘ The other man’s point of 
view 

esas a= 
Retardation Tests in Assam 

T HE Assam-Bengal Railway, now amalgamated with the 

Eastern Bengal to form the Bengal & Assam Railway, 
decided some time ago to standardise a 3-aspect code of signal 
indications, combined with double-wire operation for both signals 
and points. Except for the signal aspects, the original instal- 
lations of this system did not differ essentially from the well- 
known Indian ‘‘ B’’ class working, as the first signal encoun- 
tered by a driver on approaching a station was still an absolute 
stop signal. This was not thought to be satisfactory, however, for 
the Northern District of the line, where weather conditions and 
sometimes local circumstances are liable to restrict the view from 
the footplate and, after considerable discussion, the outer signal 
was discarded; a single line station was then protected by a 
home signal placed 1,000 ft. away from the opposing starting 
signal and a distant signal at full braking distance in rear of 
that; both were 3-aspect signals. (We understand that the 
South Indian Railway has also adopted substantially the same 
arrangement although we have not seen any description of an 
installation on that line.) This signalling was accepted by the 
Government authorities subject to retardation tests being made 
to determine what braking distance should be taken as the basis 
of the signal spacing and the figure of 1,800 ft. on level track 
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between distant and home signal, with 1,000 ft. overlap to the 
opposing starting signal was eventually laid down. 

In our issue of August 29, 1941, page 213, we published ap 
abridgment of a paper on this signalling, read by the Signa| 
Engineer of the A.-B.R., Mr. E. W. Baker, before the Signal 
Section of the Association of American Railroads in Washing. 
ton. He has now written, with appropriate comment and sug. 
gestions, an account of these tests,* containing much information 
on Indian signalling problems generally. 
tests retardation and not brake tests, as they were not under. 
taken to make comparisons between this or that system of 
braking or brake mechanism, as such, but to arrive at the rates 
of retardation afforded by the apparatus already in general use 
with different forms of train, so that the signalling might 
arranged in conformity therewith. They numbered 39 in all, ifa 
few made separately by the Locomotive Department alone are 
counted, and, except possibly for these, with the same driver 
throughout. Although the engine and inspection coach had 
speed recorders, no use was made of them, as their variable 
errors were bound to be appreciable; whitewashed pegs were fixed 
alongside the line at intervals of 220 ft. and timings taken with 
three stop watches; total braking distance and time were in all 
cases accurately recorded. The driver was merely instructed te 
stop the train as quickly as possible after passing the first peg 
smoothly without jerking the vehicles, skidding or using sand 
except in the case of the one emergency stop, when he was told 
to assume a train to be in front and use every endeavour to pull 
up in the shortest possible distance. After a few runs the driver 
got the feel of the train and. braking rates improved. Chey 
could probably have been even further improved but the driver 
was careful to avoid jerking, bunching, and skidding, and did 
extremely well. Only with a partially braked train—10 vehicles 
out of 55 braked—were a few jerks noticed. No attempt was 
made to get a higher vacuum than was ordinarily to be expected 
in service. 

Mr. Baker’s conclusions from the tests are of especial interest 
to those concerned with running mixed trains and long goods 
trains on overseas lines with vacuum brakes. He is desirous of 
seeing the brake ratio increased, if it can safely be done, the 
vacuum in the rear of long trains improved and quicker action 
obtained, if possible, without much expense. The passenger 
train sets showed the braking distance and overlap adopted t 
be sufficient, not only for the present maximum speed of 45 
m.p.h., but for increases up to 60 m.p.h. and it is emphasised 
that signalling should be planned with such increases in view, as 
otherwise costly alterations are inevitable if only one or twe 
faster trains are subsequently instituted, if the factor of safety is 
not to deteriorate again. The positioning of signals at the maxi- 
mum distance to allow of future developments does not involv: 
much extra cost if done at the time of initial installation. The 
greatly reduced braking effort available on some mixed and goods 
trains renders it imperative to impose a strict speed limit upon 
them and see that it is obeyed 

The prevalence of ‘‘ B’’ class working in India is reflected 
in the wording of the General Rules, understood to be now under 
revision, and the varying meanings of ‘‘ adequate distance” 
found therein in reference to overlaps. The term is necessaril 
indefinite and it is hoped that a definition of ‘‘ braking dis- 
tance,’’ which Mr. Baker considers should begin at the distant 
rr caution signal, and be based on average service conditions 
will in due course be included The overlap beyond the stoy 
signal, he thinks, should be at least 30 per cent. of this for 
Indian conditions, with 50 per cent. minimum between  stoy 
signals that are being approached by opposing trains each, of 
course, having had a caution indication at the full distance. By 
effecting certain modifications in the present rules practically 
all single-line crossing stations probably could be signalled and 
worked as ‘‘A’’ class without reducing the capacity of the line 
appreciably. To increase capacity was one of the reasons for the 
original introduction of the combined outer-warner signal many 
vears ago. It has, of course, to be borne in mind, as Mr. Baker 
concedes, that the Assam-Bengal line was fortunate in being 
able to begin signalling its system on any scale much later than 
the other railways in India. It had very little equipment until 
he took over duty with it, but the trend generally is towards the 
adoption of the distant signal, or ‘‘A’’ class principle, where fast 
trains are run and the use of a stop signal unannounced in any 
way and dependent for its effectiveness on being seen from 
considerable distance is bound to become gradually less satisfac- 
tory on many routes. Mr. Baker describes his contribution to the 
subject as “‘ deliberately provocative in parts,’’ and we trust that 
one result of the very careful work he has put into it will be to 
interest all concerned in India in the series of problems, of which 
he considers his own efforts as the beginning, and in studying the 
conditions on the broad-gauge lines from the point of view he 
has put forward. 





* Braking distances of metre-gauge trains 
Board, 1941 
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LETTERS TO THE EDITOR 


Editor is not responsible for the opinions of correspondents) 
J 


De Glehn Compounds 


London, S.E.15 


_ July 16 
To THE EpITor oF THE RatLway GAZETTE 
Srr,—In your issue of July 10, your remarks are noted with 
interest on the G.W.R. De Glehn compounds. Whilst no doubt 
these engines were very interesting jobs, they were expensive to 


maintain, and in the hands of the average driver probably did 
not do much better than the standard G.W.R. locomotives. The 
majority of C.M.Es. at the head of affairs on British railways 
have generally set their faces against compound engines on 
maintenance costs grounds, etc.,and to an extent they have some 
good reason; for instance, the long exhaust passage from the 
H.P. to the L.P. cylinder. Steam friction in transit through the 
L.P. pipe, caused by elbows or semi-bends, are only one or 
two obvious defects defeating the ideals of compounding. 

On the other hand, it is the desire of every locomotive 
designer to secure the lowest steam consumption comparative 
with the power developed, and the minimum fuel consumption, 
all combined with reliability and low maintenance costs. If com- 
pounding has advantages, and without doubt it has, why have a 
multiplicity of cylinders to attain results? I refer to the 
type of cylinder for locomotive purposes. One can 
wear the gale of critics getting on their hind legs about the late 
ir Vincent Raven’s Uniflows on the old N.E.R. and their 
inglorious end and conversion to simple engines. That they 
expensive to maintain was quite understandable; it was 
ite surprising how well they did in their power output, con- 
idering that the extra exhaust ports defeated the entire 
Stumpf ’’ ideals, in addition to creating terrific wear of cylin- 
ders and pistons and also lending the cylinder or liner bore to 
huge warping or fracture stresses. 

Whilst modern valve gear was then employed, to get the best 
results poppet valves are desirable. If with some patience and 
study of the subject we can get a compound performance on one 
cylinder, why employ two; agreed some improvements must be 
made to secure reduction of back pressure on the exhaust line. 

no need for excessive superheating to get results on the 
engine, 600F. steam temperature at the cylinders is 
sufficient. The cylinders and pistons, however, require to be 
1 fine job, in fact made ‘‘ to diesel or oil engine precision.’’ As 
one outside the locomotive world, I have no knowledge whether 
made on new engines in which the steam meter is 
used to ascertain actual steam consumption. 

\ suggestion I would also make, involving a departure, would 
be that the cylinders of engines employing superheat or the 
liners should be run in by a period of steaming operation in the 
afterwards cleaned out, polished, then fitted in situ for 
he main locomotive running tests. 

Yours faithfully, 
E. SHACKLETON, 
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A Road-Rail Locomotive of 1872 


Bordyke, 
Burgess Hill, Sussex 
July 27 
To THE EpiTor oF THE RAILWAY GAZETTE 

Str,—The illustrations and particulars of the peculiar type 
steam tramway locomotive in your issue of July 24 are of consider- 
able interest. 

Che design was known as Larmanjat modified by F. H. Trevithick, 
engineer of the Lisbon Steam Tramway Limited. Probably he 
was the son of F. Trevithick, Locomotive Superintendent of the 
L. & N.W.R., and, if so, grandson of R. Trevithick, “‘ the earliest 
pioneer and practical inventor of the steam locomotive.” Tre- 
vithick’s improvements in the Larmanjat tramway engines included 
the increase of the weight from 5 to 11 tons. 

By the end of 1872, Sharp, Stewart & Co. had completed four of 
these locomotives, four more were completed during January, 1873, 
and a further four by the end of March; the remainder of the 
order was expected to be completed during April, 1873. 

\ temporary track was laid down at Buckhurst Hill, Essex, 
on which one of the engines was tried towards the end of 1873 ; 
it gave satisfactory results, when hauling a train of the tramcars. 

During these trials the locomotive worked the train over a curve 
of only 39 ft. 4 in. radius at a speed of 15 m.p.h. Trevithick stated 
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he would not mind going round this curve at 20 m.p.h. Gradients 
of 1 in 18 and 1 in 19 occurred on the experimental line; the 
average was | in 22. Early in January, 1873, the shareholders in 
the Lisbon Tramways made trips over the line at Buckhurst Hill. 
Hy carriages and wagons were constructed by Brown, Marshall 
¢ Co. 

_ Although the lines between Lisbon and Cintra, and Lisbon and 
Torres Vedras presumably were expected to be laid entirely on 
the public roads, on which were several extremely steep gradients, 
to avoid these the company made deviations at many points, 
amounting in the aggregate to 14 miles, at a cost of £10,000 for 
the necessary land, and so obtained a more easily worked course. 

Yours faithfully, 
G. A. SEKON 


B.S. 90 lb. Bull Head Section 


Isca Foundry Co. Ltd., 
Newport, Mon. 
July 22 
To THE EDITOR oF THE RaILway GAZETTE 
Sir,—In connection with the paragraph entitled ‘‘ The 
Economy of the Heat-treated Rail ’’ in THE RatLtway GAZETTE of 
July 3, we notice that you state that to the best of your know- 
ledge the B.S. 90 lb. bull-head section has never been used by 
British railways, and you doubt if any British rolling mills have 
the rolls. We would remind you that this section was one of the 
standard sections used by the old London & South Western Rail- 
way at the time of the amalgamations, and we have made many 
sets of points and crossings out of this section. It is also still 
the standard bull-head section used by both Great Southern 
Railways (Ireland) and Great Northern Railway (Ireland) for 
their main lines, and the north west coast rolling mills have the 
necessary rolls in stock, and it is quite possible that other mills 
as well possess these rolls. This section has also been rolled in 
this country for both Madras & Southern Mahratta and South 
Indian Railways during the past twenty years. 
As a matter of interest we would mention that we are expecting 
a quantity of this section of rail in our works very shortly from 
Barrow for making points and crossings for the Great Southern 
Railways. 
: Yours faithfully, 
For the Isca Foundry Co. Ltd., 
A. V. L. PILLINER, 
Managing Director 


Railway Amalgamations 


Manchester, 20 
August 1 

To THE EpIToR OF THE RAILWAY GAZETTE 
Sir,—The late Lord Stamp stated that it would be impossible 
to effect further economies in the working of the British railways, 
which are admitted to be the best managed in the world. Further 
amalgamations would make them too great for efficient working, 
and they should be left as they are if satisfaction is to be given. 
Since 1923 there is not the discipline on them that there was when 
they were smaller units and easier of control. When too large, 
they become unwieldy. If they were all unified it would be a step 
in the wrong direction and lead to indecision, restriction, and delay 
in working, and facilities would not be extended, and some would 
probably be withdrawn altogether. The convenience of the public 
would not be considered to the same extent that it formerly was. 
As an illustration, up to the end of 1916 there were through 
carriages each way on weekdays by four trains between Manchester 
Central, Birmingham, and Bristol, but they have not been restored. 
Also from May 1, 1876, through carriages on these trains daily, 
were run from Edinburgh by the Waverley route to Manchester, 
but they were discontinued at the end of 1916, and before the 
present war, passengers to and. from Manchester by the Waverley 
route were compelled always to change at Carlisle or Hellifield in 
consequence. It is hoped that you will use all your efforts to 
prevent any further amalgamation, and also to get rid of Govern- 
ment control at the earliest possible moment after hostilities cease. 
To reduce the ordinary peacetime rush in railway travel, the 
best solution would be to alter the Bank Holiday from the first 
Monday in August to that of the second Monday in September. 
June 24 is not the middle of summer, but August 8 is. Autumn 
does not begin until September 23. We had a glorious September 

last year. 
Yours faithfully, 
WALTER LAIDLAW 
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THE SCRAP HEAP 


for some people, for in annoupcing the 
disappearance of the towel from their 
trains the railway companies state that 
during the past year more than a million 
were presumably stolen. Some time ago 
one railway stated that its losses in a year 
















































































33,333 women are now employed by the 
L.M.S.R. The woman porter and “ van- 
boy’ are well-known figures, but jobs 
range from carriage cleaning to inspecting 
motor tyres, Store Issuer to Signalwoman. 
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One of the things which is said greatly mostly on Sundays. Another company \ 
to have impressed a large contingent of had its towels stamped “Stolen from coun 
American sailors, who arrived recently at ”’ and another had them chained to plant 
a London terminus to enjoy their first the lavatory. Thus, if not an article of copa 
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OVERSEAS RAILWAY AFFAIRS 


(From our correspondents) 


UNITED STATES 


A North Chicago Relocation 
\ grade-separation programme, which is 
estimated to cost one million dollars, is 
d for the North Chicago and Evans- 


plant 
it affects 


ton districts of Chicago, Illinois ; 


mainly the Chicago, North Shore & Mil- 
waukee inter-urban electric line, notable 
for its high-speed inter-city service, and 


the Chicago & North Western Railroad. 
In order to give better service to the Great 
Lakes Naval Training Station, it is proposed 


to construct a subway direct from the 
training-station entrance under the North 
Shore tracks to the Great Lakes Station. 


From this point the North Shore line will 
be carried under the C. & N.W. RR. and on 
a new location for half-a-mile to North 
Chicago Junction, where the Skokie Valley 
line, used by the fast Milwaukee trains, 
diverges from the Shore line to Waukegan. 
The latter, 3$ miles long, will be abandoned 
and replaced by motorbuses operated by the 
C.N.S. & M. Company ; the railway forma- 


tion will be used to take a new roadway 
replacing the present Sheridan Road. At 
present Twenty-Second Street in North 
Chicago is carried over the North Shore 


tracks on the level by a crossing which 
has been the scene of many accidents ; this 
will be replaced by an overline bridge. No 
opposition to the scheme is likely, and work 
is expected to begin immediately. 


Outsize Transport in Maine 
Recently a remarkable feat of transport 
was accomplished by the Maine Central 
Railroad for an inland works, which had 
to get 90 boilers, on order for Great Britain, 





de to the coast for shipment. Each 
boiler was nearly 18 ft. dia., and weighed 
453 tons. Although the normal maximum 
height above rail to which American rolling 


stock can be built is about 16 ft., the Maine 
Central accepted the job of transport. It 
entailed the use of a route 381 miles in 
length, instead of the direct one of 283 miles; 
tracks had to be slewed, in places, as much 
as 8 ft., and cuttings had to be widened ; 
through one bridge it was necessary to 
gauntlet the double track, and three over- 
line bridges had to be raised to clear the 
loads gut, with careful planning, the 
transport of the boilers was accomplished 
without a hitch. 


A New Road-Rail Train 
\ new type of road-rail train has been 


developed by the Evans Product Company, 
of Highland, Illinois, and has been demon- 
strated rec ently It consists of a locomo- 
tive, powered by a 6-cylinder Waukesha 
petrol-engine of 125 b.h.p., and two 8- 
wheel trailers, with a combined capacity 
of 40 tons Pneumatic tyred wheels of 
36 in. dia. carry the load at all times, 
whether the train is moving on road or 


rail, but for operation over railway tracks 
there are flanged steel wheels, four to each 
vehicle; the latter can be retracted by 
compressed air in 18 sec. when it is desired 
to leave the railway track for the road 
The towing bars are so designed that the 
wheels of each vehicle in the train follow 
directly in the path of the locomotive 
wheels when road working is in progress. 
Two sets of compressed-air brakes are 
provided, which operate on drums on the 
Inner side of each pair of the rubber-tyred 
wheels ; braking at a maximum retarda- 





tion of 2} m.p.h. per sec. is allowed for 
when running on rails, and of 10 to 12 m.p.h. 
per sec. when running on the road. The 
first of these trains has been designed for 
moving explosives from point to point in 
a large ordnance plant in the Middle West. 


The Silver Meteor’s 3,000,000 Miles 

On May 7 the Silver Meteor streamlined 
trains of the Seaboard Air Line Railway, 
which operate between New York and 
Miami, completed 3,000,000 miles of con- 
tinuous running. The service began on 
February 2, 1939, with a single train, 
diesel-hauled, which made the round trip 
every three days, and so provided service 
in each direction on every third day; the 
original equipment, accommodating coach 
passengers only, had 280 seats. Sufficient 
equipment has been added since to provide 
daily departures in both directions, with 
accommodation for 630 passengers, both 
coach and Pullman—a striking indication 
of the popularity of these high-speed stream- 
line trains. Between New York and 
Washington the train is electrically operated 
by the Pennsylvania Railroad, but at 
Washington the Seaboard diesels take over 
and work the Silver Meteor over the 1164 
miles of the Richmond, Fredericksburg & 
Potomac RR. until Seaboard metals are 
reached at Richmond, Main Street Station. 


ARGENTINA 


Railway Communication with Brazil 

In connection with the scheme for the 
construction of a bridge over the River 
Uruguay between Paso de los Libres in 
Argentina and Uruguayana in_ Brazil, 
La Prensa of Buenos Aires draws attention 
to the importance of the project as a step 
towards improving the communications 
between the two republics and the linking 
up of the Argentine-Brazilian railway sys- 
tems, in order to establish direct rail com- 
munication between Buenos Aires and Rio 
de Janeiro; but it points out that the con- 
struction of an international bridge will 
not of itself bring this about unless the 
Brazilian railway system is altered from 
the metre gauge to the 4 ft. 83 in. gauge of 
the Argentine system, or vice-versa. The 
Brazilian narrow-gauge system extends for 
the entire distance from Uruguayana (the 
proposed Brazilian end of the bridge) to 
Rio de Janeiro. Argentina already possesses 
a narrow-gauge railway (Province of Santa 
Fé Railways), running from Rosario to 
Resistencia, opposite the town of Corrientes, 
the capital of the province of the same 
name, situated on the bank of the Parana 
River. At Rosario, the southern terminus, 
this line is connected with Buenos Aires 
by the Cordoba Central (State) Railway. 
In the Provinces of Corrientes and Entre 
Rios, situated between the Parana and 
Uruguay rivers, the 4 ft. 84 in. gauge lines 
(N.E. Argentine and Entre Rios) operate. 

Thus, La Prensa points out, all that is 
required in order to establish direct rail 
communication between Buenos Aires and 
Rio de Janeiro, across the projected inter- 
national bridge, is to lay a third rail along- 
side the existing Argentine track from 
Paso de los Libres to Parana (N.E. Argen- 
tine and Entre Rios Railways), connecting 
this with Santa Fé, on the opposite bank 
of the River Parana, by means of the 
existing train-ferry system, and linking up 
at Santa Fé, as previously mentioned, with 
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the narrow-gauge Santa Fé Provincial 
Railway, which meets at Rosario another 
narrow-gauge line, the Cordoba Central, 
the terminus of which is Buenos Aires. 
The new bridge, with its narrow-gauge 
track, would be thus the connecting link 
between two independent narrow-gauge 
railway systems, which would enable 
travellers to reach Buenos Aires from Rio 
de Janeiro in from three to four days. 
More important still are the economic 
advantages which would accrue from the 
establishment of direct rail connection 
between Argentina and the southern states 
of Brazil, including Rio Grande do Sul, 
Santa Catharina and Sao Paulo 


PORTUGAL 


Companhia dos Caminhos de Ferro 
Portugueses 

The annual general meeting of this com- 
pany was held in Lisbon on June 27. 
Twenty-three million francs (French) of 
capital were represented by 140 share- 
holders. The report states that the situa- 
tion of the company had deteriorated ; the 
deficit amounted to 15,721,374 escudos 
(about £157,200), which was some £12,800 
more than for 1940. This was due largely 
to the general increase in expenses brought 
about by the high cost of materials; for 
example, fuel cost, in 1941, about £190,000 
more than in the previous year. In January, 
1941, serious floods caused grave damage 


over part of the company’s system ; in one 
place alone repair work had cost over 
£17,000. A violent cyclone in February 


caused damage amounting to more than 
£20,000 ; and receipts, during these two 
months, fell by about £40,000. To meet, to 
some extent, the losses caused by these 
abnormal conditions, the Portuguese Gov- 
ernment, on its own initiative, conceded a 
subsidy of some £7,800. Running expenses 
increased by about £293,000 over 1940, in 
spite of reduced services and _ various 
economy measures. The position, however, 
was restored partially by an increase of 
about £302,000 in goods traffic receipts. 
No increases in rates and fares have been 
During the discussion of the 
report, certain shareholders criticised the 
management ; one based his allegations on 
the fact that no dividends had been paid 
for nearly fifty years, and expressed his 
desire to see all company scrip, at present 
in foreign hands, pass into the possession of 
nationals ; he also suggested that, for pur- 
poses of economy, the wacancies in the 
management should not be filled. 

The accounts were passed and the report 
adopted ; the vacancies in the management 
were filled, except for those in the French 
side of the administration. The head office 
of this company is in Paris, and the French 
have, or had, a dominating interest in the 
running of the system as well as holding 
a large part of the capital. Never highly 
organised, the services offered by the com- 
pany are declining. This position is 
caused to some extent by present difficulties 
in replacing rolling stock, and obtaining 
coal, oil, and other consumable stores. 
Early this year drastic cuts were made in 
the train services, and this resulted in dis- 
organisation, late running, and over-crowd- 
ing. Railway travel in Portugal is still 
very cheap ‘when compared with many 
foreign standards, but it is accompanied by 
a low standard of comfort, in spite of the 
fairly recent purchase of American all-steel 
coaches of up-to-date design. A great deal 
of re-organisation will be needed after the 
war to bring the services up to normal 
European standards. 
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Signalling Progress in the U.S.A. 


Extension of centralised control and long-distance operation of 
signals and points, further adaptations of the code principle, 
and the modernising of automatic and power signal installations 


HE entry of the United States into the 
war has caused to be considered the 
part which improved signalling is able to 
play in increasing the overall efficiency of 
the U.S.A. railways, but already at ‘least 
one signalling installation had been made 
on the North American continent, as noted 
in our issue of January 2, 1942, page 2, 
with the express object of improving the 
national service value of a railway and its 
capacity to further the war effort. Direct 
comparison with similar work in Great 
Britain is hardly feasible, as the condi- 
tions are so greatly different and _ the 
operating methods necessarily quite as 
much so. The large proportion of single 
line. mostly having to be worked by 
methods either not required, or, for 
various reasons, not acceptable in this 
country, influence the picture, and we 
find the train dispatcher playing an ever- 
increasing and more direct part in the 
control of the traffic. Statistics, however, 
need cautious interpretation and their mere 
recital serves little purpose, in default of 
a means of readily comparing work accom- 
plished in America and on our own rail- 
ways Recent reviews of the signalling 
work carried out on the railways of the 
U.S.A. during 1941, show that the ten- 
dencies we noted in our issue of May 16 
1941, at page 544, are still exercising con- 
siderable effect. 


Growth of C.T.C. System 


The extension of the centralised traffic 
control—really centralised point and 
signal control, for in theory the dispatch- 
ing system has always meant centralised 
control over train movements—was again 
a feature of the year and 392 miles of 
single, 59 miles of double, and 44 miles 
of 3-track line were equipped, involving 
675 signals and 190 power switches. The 
longest installation was that on the Cana- 
dian National Railways between Moncton 
and Truro, a distance of about 130 miles 
which, although not in the U.S.A., is 
included in the figures quoted. The direct- 
wire system of control was used for five 
small installations (the longest was only 
4} miles long), and the coded system for 
the remaining 14. In the fifteen years or 
so since the C.T.C. principle was first 
applied to a section of line, nearly 1,900 
route miles had been equipped by the 
end of 1940, but only in one case was 
an entire engine division worked by it, 
on a 112-mile section of the Chicago, Bur- 
lington & Quincy Railroad. Side by side 
with this development has gone _ the 
further adaptation of the code principle 
to the track circuit and intermediate 
signal working, so that some extremely 
interesting modifications have been intro- 
duced in the working of signals on single- 
line sections, representing as great a 
change as did the substitution of the 
absolute-permissive working for the old 
fashioned ‘“‘ straight,’’ or overlap, system. 

The abolition of line wires, or their 
reduction to a minimum, makes a strong 
appeal where winter brings such great 
risks of disturbance, and the endeavour to 
make the rails serve to convey controls 
will doubtless be further encouraged, 
Where line circuits, aerial or otherwise, are 
necessary, Means of limiting the extent of 
any interruption and ensuring the retention 


of facilities to the fault point are desirable 
and have been expressly provided in some 
recent installations. The longer the distance 
controlled by a dispatcher, the more impor- 
tant it is to prevent circuit faults making 
themselves felt more than is absolutely 
unavoidable. In some cases it is not neces- 
sary to include every pair of points in the 
scheme and make them power operated. 
Good results can be obtained by so operat- 
ing certain selected ones only, and retain- 
ing hand working or spring return for others, 
according to local conditions and operating 
rcquirements. As it now practicable to 
apply C.T.C. methods by superimposing 
the controls on the telephone dispatching 
wires, there is a tendency to consider 
adopting them, at least in part, in new 
work instead of plain automatic signalling, 
thereby obtaining for the one initial out- 
lay not only increased safety but more 
efficient traffic regulation. The engineer- 
ing details of these schemes are of con- 
siderable interest. 


Changes in Automatic Signalling 


There is little room now for any radical 
changes in the principles of automatic sig- 
nalling, but certain alterations are being 
made in methods of working, as a con- 
sequence of the marked increase in the 
speeds of certain trains and the necessity 
of conforming to the latest Interstate regu- 
lations. Much equipment is falling due 
for replacement and the 3-position sema- 
phore, once thought to be the signal of 
the future, is disappearing before the 
advance of the light signal, although one 
or two lines adhere to it for special 
reasons. 

More than 1,500 miles of automatic 
signalling were brought into service last 
year (about 200 miles more than in 1940), 
of which 731 miles were single line. The 
coded track-circuit system has _ been 
further extended, especially where the re- 
spacing of signals to give longer sections 
and the adoption of additional aspects 
have afforded opportunity to eliminate 
line circuit controls and transfer them to 
the track in the form of code. The Louis- 
ville & Nashville Railroad found it neces- 
sary to change the controls on some 1,200 
miles of route to bring its automatic sig- 
nalling in line with the latest official 
requirements, and others are facing 
similar expenditure. If the simultaneous 
idoption of newer methods will enable 
maintenance costs and failure percentages 
to be reduced, these extensive modifica- 
tions will not prove unduly burdensome. 
There is a growing tendency to permit 
trains on up grades, and in other special 
circumstances, to proceed at slow speed 
past automatic signals at danger, to 
escape the difficulties experienced in start- 
ing heavy freight trains in unfavourable 
sitiuations, but there is as yet no general 
agreement on the aspects to be displayed 
by such signals. On one railway any 
automatic signal may be passed in this 
way, in strong contrast with the line 
of thought that has prevailed in Great 
Britain of recent years. Although four- 
and even five-aspect signals have been 
long known in the U.S.A., it is only 
recently that some lines have felt obliged 
to use more than three aspects for purely 
automatic signalling, and in one case, 
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rather than add a light unit to the exist. 
ing signals, which the available clearance 
made difficult, recourse has been had to 
flashing the ‘‘ caution’’ indication to 
denote ‘‘ warning’’ or ‘ attention.” 
Spring-controlled points at loops in auto. 
matic signalling areas are finding further 
application, often combined with auto. 
matic facing point locking, and where 
hand operation is retained the plain lever 
stand and circuit controller on the point 
tongues have given place in many in- 
stances to a switch and lock (economical) 
mechanism, giving positive locking of the 
tongues. The dual purpose equipment, 
providing for local operation by hand, or 
long-distance operation by power, is a 
feature of many layouts included in 
stretches of automatic signals. 


Quicker Operation of Power Signal 
Boxes 
signal boxes 
seldom adopted for new work; power 
working is the rule, but very many 
stations still have points worked locally 
on the ground, and reliance is placed on 
electric detection and the observance of 
rules, a method unknown in Great Britain. 
The older form of individual lever work- 
ing is still much favoured and always 
accompanied by mechanical locking; the 
all-electric locking now generally used in 
Great Britain does not appear to appeal 
greatly in America. Indication locking is 
also retained usually, but there has been a 
tendency to adopt the full-stroke lever move- 
ment in a few cases, with a view to speeding 
up operation. The steady growth of circuit 
interlocking continues, and the ‘ panel” 
type of equipment is now very frequetly in- 
stalled, although the installations are 
often of modest dimensions and the traffic 
requirements fairly simple. The exten- 
sion of automatic interlocking to level 
crossings between two railways, where it 
offers decided economic advantages, and 
reliance must be placed entirely on circuit- 
ing, probably encourages its application in 
other directions. Much of the earlier 
power signal work is approaching the end 
of its useful life and reconstruction and 
general modernisation will soon become 
necessary. With the coming of the panel 
type of signal box, the route setting prin- 
ciple (which up till then had made no 
appeal in America) began to find accept- 
ance, but as yet no really large installa- 
tion embodying it appears to have been 
made. In marshalling yards there has 
been continued improvement in_ point 
machines and retarders, and means ot 
ccmmunication between the hump signal 

man and enginemen and yard staff. 


A.T.C. and Cab Signals 

There has been little new development 
in A.T.C. and cab signals during the last 
year, but additional equipment has been 
provided for many of the new high-speed 
steam and diesel trains. The war will 
probably cause this class of work to be 
set aside for a time. 

Progress continues with the equipping 
of the numerous level crossings with 
various types of warning signals and, in 
some cases, automatic barriers. At the 
same time some States have conducted 
educational campaigns intended to awaken 
the motor vehicle driver to a greater sense 
of responsibility and secure respect for 
warning signals, the principal cause of the 
accidents at crossings being carelessness 
and foolhardy driving. In some cities 
where there are many crossings close to- 
gether, special semi-automatic methods of 
control have been installed, to give the 
minimum interference with road traffic. 
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Interesting Locomotive Repair Operations 
Successful experiments at L.M.S.R. locomotive works 


A LOCOMOTIVE was received recently 
it a London Midland & Scottish 


Railw locomotive works with a section 
of the cylinder steam-port and barrel 
broken and crushed into several pieces, 


some of which could not be found. This’ 
cylinder would have been scrapped in 
normal times, but, because of the present 
need for conserving material, it was re- 
paired by the following method. 

A wood pattern was made of the miss- 
ing section, from which a cast-iron sec- 
tion, with the steam-port way cored in it, 
was moulded. The section was bolted to 





Left: Fig. 1—Patch with securing bolts and washer plates 


Right: Fig. 2—The completed cylinder repair 


the steam-port wall, as shown in Fig. 1, 
and locking washer-plates fitted to pre- 
vent the bolts slacking. The cast-iron 
section then was bronze-welded and chain- 
pegged, as an additional precaution. The 
steam-port area was reduced by only 8 to 
9 per cent., and the locomotive has run 


25,000 miles since without giving any 
trouble. Fig. 2 shows the completed 
repair. 


Another jnteresting repair was effected 
to a boiler feed-pump, the barrel and 


casing of which were badly cracked. As 
a new pump could 


not be obtained for 
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several months it was 
described below. 

The inner wall of the pump-barrel was 
cracked for its full length, as shown on 
Fig. 3, and the outer wall was cracked 
in two places, as in Fig. 4. The cracks 
were grooved-out thoroughly, the whole 
casting carefully preheated, and the barrel 
bronze-welded as in the first operation; 
after which the cracks in the outer wall 
were welded satisfactorily. Some diffi- 
culty was experienced in reaching the 
bottom of the barrel, due to the re- 
stricted space, but eventually the welding 
was accomplished _ successfully. The 
repaired pump was tested hydraulically 
to a pressure of 250 lb. per sq. in. with- 
out any sign of leakage. 


repaired as 
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Above: Fig. 3—Fractured 
boiler feed pump 
Left: Fig. 4—As repaired 
by bronze welding 








Developments in American Train Lighting 


The fluorescent lamp is being applied in the latest vehicles used 
on high-speed services 


F' )R many years after the introduction 

of electric lighting for railway 
vehicles in America there was little 
change, beyond improvements in con- 
structional details, in the apparatus used, 
but with the introduction of air condition- 
ing about six or seven years ago much 
better lighting began to be provided; this 
was made possible by the increase in the 
size of the generators and secondary bat- 
tery sets carried. A long series of experi- 
ments was made with different powered 
lamps and fixture spacings, and in some 
of the special high-speed trains such as the 
Mercury and Twentieth Century elaborate 
lighting arrangements were made. All 
the however, incorporated the ordinary 
form of incandescent lamp. About four 


years ago, however, a beginning was made 
with applying the fluorescent lamp to 
railway rolling stock and some particulars 


of the progress made have been given to 
the American Institute of Electrical En- 


gineers by Mr. W. S. H. Hamilton, of the 


New York Central system. 

Che fluorescent lamp affords consider- 
able opportunities for. power saving; a 
total input of 20 watts with a white 
fluorescent lamp gives about 4 per cent. 
more light than a 40 watt 60 volt lamp, 
so t power demand can be about halved. 
In addition, with fluorescent lamps the 
ig is more evenly distributed, and the 
effect of voltage variations is less, but 


they have the disadvantage that they will 
not light or stay lighted below a certain 
voltage and on a.c. circuits are sensitive 
to frequency variations. In addition the 
voltage range for d.c. is fairly narrow. 

When first introduced the fluorescent 
lamp was designed for a.c. only and the 
provision of a suitable conversion device 
gave rise to some problems. In 1938 the 
[wentieth Century train had rear signs 
fitted with fluorescent lamps, operating 
on 115 volts from a _ rotary inverter. 
Shortly afterwards, a coach was fitted 
complete; a rotary inverter was again 
used. This was, however, afterwards re- 
placed by a vibratory inverter. 

Present practice is to use vibratory in- 
verters or motor alternators for the con- 
version of d.c. to a.c. The former are 
rather the more efficient and they are 
inexpensive. They are, however, subject 
to mechanical and electrical failures. In 
some cases they are arranged so that it 
is not possible to switch off an individual 
lamp, but with a more complicated 
wiring layout this can be done. The 
motor alternator is more flexible and when 
well built gives no trouble in service. As 
the losses in these devices partly nullifv 
the advantages accruing from the lamps, 
efforts were made to get the latter 
operated on d.c. 

Actually any fluorescent lamp will 
operate on d.c. with proper voltage and 


current supply and a resistance to pre- 
vent the flow of excessive current after it 
starts up. It is necessary to select sizes 
that will function on the available car- 
lighting voltages. New sizes of lamp had 
to be developed. able to start and operate 
on voltages down to 55. Operation is 
simple and the lamps can be individually 
controlled. On 60 volts one size of lamp 
takes 22 watts, ballast resistance  in- 
cluded, and gives 560 lumens, against the 
504 given by a 40 watt, 60 volt lamp. 


After the initial installations made in 
1939 the d.c. system obtained much 
favour. At the end of 1941 the Empire 


State Express was fitted throughout; the 
lamps were mounted transversely under 
the luggage racks. At present little suc- 
cess has attended the production of lamps 
able to work on d.c. at 30 volts and for 
that voltage a.c. has to be retained with 
inverter equipment, or a booster must be 
applied. Trials with boosters are being 
undertaken and with a vibrator adapted 
to act as a voltage doubler. On certain 
complete streamlined trains a.c. power is 


readily available from the engine and 
direct lighting of the lamps offers no 


difficulties. 

Mr. Hamilton considers that future 
developments will probably consist in the 
improvement of the present hot-cathode 
tubular lamps as well as the auxiliary 
power equipment, the development of 
shorter tubes for use in gangways, etc., 
research on the possibility of straight 
operation on 30 volts d.c., and develop- 
ment of globular shaped lamps, already 
effected for the cold-cathode method. 
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Narrow-Gauge Sections of the N.W.R. 
[1i—The N.W. Frontier Lines 


A brief description of the Kalabagh-Bannu, Laki- 
Tank-Manzai (Khirgi), and Zhob V alley lines, 


and references to others 


HE most important 2 ft. 6 in. gauge lines on the North- 
West Frontier of India are those comprising the Kala- 


bagh—Laki-Marwat—Bannu and Laki-Marwat—Tank- 
Manzai group, which like all the other frontier railways is 
mainly of strategic importance, though considerable quanti- 
ties of civilian merchandise and numbers of civilians are 
carried. Actually this group should be considered as starting 
at Mari Indus on the left or south-east bank of the Indus, 
and as including the great Kalabagh bridge, because the ter- 


minus for narrow-gauge line traffic was moved from Kalabagh 
across the river to Mari Indus when the bridge was opened 
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Map showing narrow-gauge lines on the Indian N orth- West 
Frontier and connections with other lines 


is 87 miles and that from Laki Marwat to Manzai 72 miles, 
so that the route-mileage of the group is 159 miles. 


The Indus River and Kalabagh Bridge 


Kalabagh is a town of some size and the manner in which 


the hill behind towers over it can be seen from our illustration 
of the bridge. The site chosen for the latter is about 1} miles 
below the mouth of the Indus gorge which extends from 
ibove the Attock bridge, on the main line from Lahore to 
Peshawar, a distance of nearly 100 miles. At the bridge, the 
width of the river spanned is just over 3,000 ft. Below the 
bridge the river spreads out over the plains, and during the 
monsoon is many miles wide, as can be seen from the illus- 


tration In 1929, during the construction of the bridge an 
abnormal flood came down the river, and was estimated to 
have a discharge then of 1,200,000 cusecs. and a mean 
velocity of 11-34 ft. per sec. This flood did considerable 
damage to the construction works, as detailed in the descrip- 
tion of the bridge published in the March, 1934, of our 
constituent, The Railway Engineer. Originally designed to 
consist of nine 250-ft. spans, the bridge as built had four 
175-ft. spans added as a result of experience during this flood. 
The piers are founded on twin octagonal type wells roughly 
38 ft. x 22 ft., with 7 ft. steining and two 8 ft. circular 


issue 
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dredging holes. They were sunk on curbs designed as 
caissons, so that, where necessary, they could be used with 
compressed-air domes and shafts for pneumatic sinking. The 
caissons were 11 ft. deep and additional 4-ft. strakes were 
attached as required. The deepest foundation is 107 ft. below 
rail level. 

The nine 250-ft. spans are of the modified Petit-type truss 
design, and the 175-ft. spans have as their main girders sub- 
divided Pratt trusses. Practically all of the larger spans were 
erected on shore and‘floated out to site on pairs of big barges, 


Transhipment and Proposed Gauge Conversion 
Though at present carrying only 2 ft. 6 in. gauge traffic, 
the bridge was designed for broad (5 ft. 6 in.) gauge loadings 


and clearances, as it was intended to convert the line from 

Mari to Bannu to that gauge, and this may yet be done. 
Transhipment and terminal facilities for broad- and 

narrow-gauge traffic. are provided at Mari Indus, the 


2 ft. 6 in. gauge locomotive equipment having been moved 
over from Kalabagh when the bridge was built. Previously 
narrow-gauge goods stock ferried over to Mari for 
transhipment to the broad gauge, but otherwise all terminal 
arrangements were at Kalabagh. 

Despite the fact that there are hills close at hand to the 
north, the whole of this group of lines is actually in com 
paratively easy country. There are several bridges of some 
but they are mostly of the multiple plate-girder design 


was 


size, 


Though the annual rainfall is only about 12 in., when rain 
does fall on the bare hills—where the run-off is very rapid— 


in any quantity, it causes serious floods in some of the rivers 


crossed by these bridges. Eight or nine years ago there was a 
particularly destructive flood the results of which were 
described and illustrated in our issue of September 14, 1934 


Because they are strategic frontier lines, it is particularly 
important that there should be no long interruption of traffx 
on them, and consequently special measures had to be taken 
to repair the damaged bridges. This was done in record 
time. In the case of one long multiple 44-ft. span bridge 
a sketch was made, a design prepared, and from it adjust- 
able steel stagings were fabricated, transported to-site, and 
erected in lieu of piers, all within the space of less than two 
weeks. Apart from such periodical emergency measures these 
lines are of no particular engineering interest. 


Operation and Rolling Stock 


Methods of working vary as intermittent tribal wars and 
other circumstances demand, but at any rate at one time 
the normal peacetime practice was to run the ordinary daily 
mixed trains from Kalabagh to Laki Marwat as long com- 
bined trains and there divide them; one part went on to 
Bannu and the other to Tank. Train crossings were also 
arranged at Laki so as to allow of interchange of traffic to 
and from all three directions. 


The latest type of engine in use here is again a standard 
2-8-2; the heaviest workings are entrusted to these fine 
locemotives. Others are handled with 4-6-2 and a rather 


unusual and considerably older 0-6-2 type, one of which we 
illustrate. Our illustration of No. 222 ‘‘ ZE”’’ gives a good 
idea of how well kept are these and other engines in the 
background. The chimneys and smokeboxes, central boiler 
rings, and fireboxes are blackleaded, and crews take a 
pride in the appearance of their engines. Passenger stock is 
comfortable and mainly runs on bogies, as do the 
wagons. This group of lines has formed the main rail line of 
communications in most recent frontier campaigns, which 
have been in Waziristan. 


2¢ ods 


Kohat-Thal and Zobh Valley Sections 


About 30 miles north of Bannu is Thal, the terminus of 
another 2 ft. 6 in. gauge branch line running from Kohat, the 
railhead of a broad-gauge branch from the Rawalpindi direc- 
tion, which crosses the Indus by the Kushalgarh bridge. 
The Kohat—Thal section is an isolated narrow-gauge line 
just over 60 miles in length. 

Some 80 miles south-west of Tank is another 2 ft. 6 in. 
railhead, Fort Sandeman. It is the terminus of the Zhob 
line running from the Quetta direction. Until 1928 
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General view of Kalabagh bridge over the Indus looking down stream. 
below the bridge. also bird’s-eye view of Kalabagh town on right from steep hill. 


Right: -- ZE™ class 2 
standard locomotive used on the 
Kangra Valley and other N.W.R. 


narrow-gauge sections 


$-2 type 








Pishin 
section at Khanai, and terminated at Hindubagh, 48 miles 


t branch of this gauge took off the broad-gauge Sind 
to the north-east. This line was built principally to carry 
me ore mined in the Hindubagh area. In 1926, however, 
it was decided to extend this branch to Fort Sandeman, so 
now about 170 miles in length. Two or three 
years ago it was also considered advisable to lay a third rail 
n the 5 ft. 6 in. track from Khanai to Bostan junction, a 
distance of 10 miles, as the branch was indifferently served 
by the infrequent train service over the Sind—Pishin section. 


nre¢ 


that it is 











Note the miles-width of the river during the monsoon 
Mari Indus is on the left 








Left: Older 0-6-2 type tender 
locomotive used on N.W.R. 
2 ft. 6 in. gauge frontier lines 


By extending the narrow gauge to Bostan, connection is 
made with the Quetta-Chaman trains in addition to those 
over the Sind—Pishin line. The Zobh Valley branch is in 
fairly easy country and no great engineering difficulties were 
encountered when the extension to Fort Sandeman was built. 
Many of the bridges are of timber and are subject to damage 
by fire caused either by cinders falling from trains or 
maliciously started by unruly tribesmen. A railway connec 
tion between Fort Sandeman and the Tank line has been 
surveyed but passes through prohibitively difficult country. 








BUENOS AIRES TRANSPORT CORPORA- 
TION, In the course of his address at the 
annual meeting of the Anglo-Argentine 
[ran Vays Co. Ltd. on July 30, the Chair- 
Bernard Docker, said that sub- 
sequent to the issue of his statement on 
the report and accounts for the past year, 
the company had received news from 
Suenos Aires that the Control Commission 


man Sir 


fares 








to which the city’s transport corporation 
was subject, had rejected the plan of re 
organisation of services and adjustment ot 
ares submitted in April last, on the ground 
that in the commission’s opinion the cor 
poration’s system could be operated at a 
profit by co-ordination and improvement 
of services alone, without any increases in of 
It was the conviction of the corpora 


tion and the company’s board that the 
Control Commission’s view was entirely 
fallacious, and the corporation was appeal rg 
to the Argentine Minister of the Interior who, 
under the terms of the Finance Agreement 
was empowered to authorise the provisional 
enforcement by the transport corporation 
such parts of the plan as he might 
determine should be adopted. 
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ortion of the passenger train mile- 
age of the Southern Railway in the 
London area is performed by electric trac- 
tion, the company’s steam locomotive 
facilities have not been neglected, partly 
by reason of the importance of freight 


ALTHOUGH a very considerable pro- 
| 


traffic and also because it has been appre 
ciated for many years past that war con- 
ditions might require a temporary replace- 
ment of 


some electric services by steam 
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Norwood Locomotive Depot, Southern Railway 
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a new connection was put in with the 
Beckenham line to permit locomotives to 
be worked to and from Norwood Yard 
without interfering with station working. 

The capacity of the depot is approxi- 
mately 20 locomotives upon five roads 
under cover, with standing room outside 
for an additional 30 engines. The layout 
and the arrangement of pits and water 
cranes have been planned to avoid unneces- 
sary movement of engines. The west side of 
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General arrangement of the Norwood Locomotive Depot. Southern Railway 


traction, A good example of the modern 
steam locomotive facilities available to 
the company is provided by the _ loco- 
motive running shed at Norwood which 
was brought into use on July 7, 1935, in 
replacement of an obsolete shed at West 
Croydon. A general idea of the facilities 
at Norwood may be gained by the illus- 
trations on the opposite page and from 


the outline drawings reproduced here. 
rhe location of the Norwood depot is far 


more convenient from the operating view- 
point than that at West Croydon, as it 
has not only eliminated light engine run- 
ning over many crowded lines in the dis- 
trict but enables the locomotive 
requirements of Norwood Yard to be pro- 
vided satisfactorily. 

rhe contrast between the former and 
the present depots is not confined to loca- 
tion, for the Norwood depot was designed 
upon modern lines to provide space and 
convenience in place of the old cramped 
and awkward quarters. Norwood depot is 
situated between the main line and the 
spur from Bromley Junction to Norwood 
Junction spur upon land previously occu- 
pied by railwaymen’s allotments. Con- 
nection with the running lines is made at 
Norwood Junction North signal box, and 


also 


the main building contains offices, engine- 
men’s lobbies, lavatories, and the sand 
drying furnace, all designed in an up-to- 
date style, and with central heating in 
the offices, etc., supplied by a coke boiler. 
The sand furnace, a massive construction 
of firebrick reinforced with rails, is of 
ample capacity, yet is easily operated, by 
reason of an elevated run-way that brings 
in the supplies of sand. After drying, the 
sand passes through steel meshes to en- 
sure that no lumps or foreign matter will 
be allowed to clog the sanding apparatus 
of the engines. 

An independent water supply is ob- 
tained from a 400-ft. well. Water is 
raised automatically, as required, by elec- 
trically-driven pumps to a large storage 
tank. A softener and a purifier for recon- 
ditioning boiler washing water completes 
the equipment for maintaining this impor- 


tant part of the requirements of the 
depot. 

Three roads give access to the turn- 
table. One of these roads is provided with 


ash pits and runs alongside the large coal- 
ing stage, a spacious raised structure de- 
signed to enable several locomotives to be 
coaled at once. Coal is projected into the 
bunkers or tenders from tubs running on 


an elevated steel platform. Each tub has 
a capacity of 10 cwt., and, being mounted 
upon ball bearings, is easily manceuvred. 
Wagons are worked up to the stage over 
an inclined road equipped with trap points 
and a long sand drag, and there is also 
an additional road for stand-by wagons. 
The number of parallel roads in the depot 
is therefore ten, a fact that indicates to 
some extent the large area of land re- 
quired for an efficient modern shed with 
its variety of bulky equipment. 

The turntable is of up-to-date design 
wherein weight has been saved as far as 
possible, light lattice girders taking the 
place of the usual massive webbed type. 
Incidentally, during the excavating of the 
turntable pit quantities of coal were 
found, probably from barges using the 
old Croydon Canal which ran over this 
site. 

Allowing an average of 
away on heavy repairs, the ‘‘ residents ”’ 
usually number about 42. The depot 
shares with that at Hither Green the un- 
usual feature of being surrounded entirely 
by running lines and it is, therefore, 
another example of how, by clever adap- 
tation, waste land may be turned to a 
useful purpose. 


ten engines 








BuDAPEST TRAM AND Bus TRAFFIC IN 
1941.—Particulars published in the report 
of the Budapest Traffic Company (BSzKRT), 
which operates both the tram and bus ser- 
vices, show an all-round expansion of both 
branches of the traffic in 1941 compared 
with the previous year. Passengers con- 
veyed by tram in 1941 totalled 418,000,000 
compared with 350,000,000 in 1940, an 
increase of about 24 per cent.; in no year 
since the company began operating 19 years 
ago has a similar recorded 


increase been 


The expansion of tram traffic is due mainly 
to the reduction of suburban railway traffic, 
of taxi traffic, and of bus services. Despite 
the reduced bus services, passengers by 
bus numbered 56,000,000 in 1941, against 
52,000,000, an increase of about 7-5 per 
cent. Tram car kilometres did not expand 
in the same proportion as the number of 
passengers, the increase reaching only 9-5 
per cent. over the 1940 figure ; bus-kilo- 
metres in 1941 were 6 per cent. less than in 
1940. About 30 per cent. of the number of 


tram passengers and 13-8 per cent. of the 
tram receipts in 1941 originated from short- 
distance season tickets, which had met with 
much favour from the public ; this category 
of season ticket, however, was withdrawn 
from ‘the beginning of the present year to 
discouraging short journeys and alleviate 
traffic congestion. Of 75 large bogie trams 
ordered in 1939, 30 were placed in service 
in 1940, and 18 more in the course of 1941 ; 
40 trailers were replaced; 30 trailers were 
converted into motor vehicles. 
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Locomotives at the coaling stage 
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The locomotive shed and offices, with cycle shed on left 


General view of the Norwood depot showing, on the left, the 








ashpits and incline to coaling stage 


NORWOOD LOCOMOTIVE DEPOT, SOUTHERN RAILWAY 


(See article opposite) 
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L.M.S.R. Mobile Offices 


and Messrooms 


Right: Emergency office 


Below : Emergency messroom 


EMERCENCY 
WESSROOM 





Interior of office with linoleum covered desks Kitchen with coal-fired double-oven stove 

isting accommodation be made unfit for use by 
Messroom accommodation is provided for 
Standard 


L.M.S.R. carriages converted for use as emergency offices and messrooms should e 

aerial attack (see our July 3 issue, page 17). There is accommodation for 16 in the offices. 

an average of 40. The vehicles are heated by coal-fired.stoves which can remain burning while the vehicles are in transit. 

running gear such as vacuum brake, steam through pipe and end connections, passenger communication fittings, and buffing and 

drawgear with screw couplings, have been left intact on all vehicles so that they can be attached to passenger trains. The coaches aft 

wired for electric lighting by an external supply at mains voltage. The terminal boxes and feeder cables permit a number of coaches 
to be connected, and the electricity supply to be connected at any point in the group. Oil lamps are also fitted on all vehicles 
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RAILWAY NEWS SECTION 


PERSONAL 


General Sir T. S. Riddell-Webster 
succeed General Sir Walter Venning 
Ouartermaster-General from today 
ist 14). 

kK. C. Cullen has been appointed 
ty Regional Transport Commissioner 
ie North-Eastern Region 


Mr. E. M. Fraser, Director of Investiga- 
tions & Statistics, War Office, has been 
ap] inted to the newly-created post of 
Director-General of Equipment Produ 
tion, Ministry of Aircraft Production, Mr. 
Fraser, who was South Eastern 
Divisional Manager, Imperial 
Chemical Industries Limited, placed 
his services at the disposal of the 
War Office shortly before the out- 
break of war. 

Mr. W. Gott, Commercial Adver- 
tising Officer (Railways & Proper- 
ties), London Passenger Transport 
Board, assumed charge of both the 
rail and road _ sections of the 
board's commercial advertising, 
with the title of Commercial 
Advertising Officer, as from August 
3. The retirement of Mr. H. L. 

Spratt from the post of Commercial 
Advertising Officer (Road Trans- 
port) was recorded in our July 31 


issue 


Cook has_ been 
Director of 
Carriage & 


Mr ee 
appointed Managing 
Craven's Railway 
Wagon Co. Ltd. 


Lord Forres has been appointed 
a Director of Lobitos Oilfields 
Limited and of Anglo-Ecuadorian 
Oilfields Limited. He is a Direc- 
tor of the Central Argentine 
Railway Limited. 


We regret to record the death on 
July 28, at the age of 59, of Mr. 
R. B. Robinson, Assistant Civil 
Engineer, Ministry of Works & 
Buildings, and formerly of the 
South Indian Railway. 


We regret to record the death 
on August 6, at the age of 63, of 
Colonel Forrester Clayton, D.L., 
J.P., who recently had been re- 
appointed a member of _ the 
London Passenger Transport 
Board. He was High Sheriff of 
Middlesex in 1934-35, and 
had been Chairman of Middlesex 
County Council. Colonel Forrester Clayton 
was Chairman of Brentford Petty Sessions. 


also issue. 


We regret to record the death on 
August 9, in King’s College Hospital, 
after an operation, of Mr. Frederick John 
Sykes, Managing Director of W. R. Sykes 
Interlocking Signal Co.Ltd. Mr. Sykes 
was 69. He was the last surviving son of 
the well-known signalling inventor, the 
late Mr. W. R. Sykes; he entered his 
father’s business as a youth, and con- 
tinued with it when it was formed into a 
company. For many years he was asso- 
Clated chiefly with the outside installation 
work and for some time acted as _ repre- 


sentative for Scotland. He became Engi- 
neer to the company in 1910, and 
succeeded the late Mr. J. C. Sykes as 
Managing Director in April, 1922. 


Mr. D. C. Buttle, M.I.Mech.E., a Director 
of the Nitrate Railways Co. Ltd. and of 
the Cumbre Trust Limited, left £15,165. 

Mr. Llewelyn Wynn-Williams, Managing 
Director of Llewelyn Wynn-Williams Limi- 
ted, left £10,513. 

The King of Egypt has conferred the 
Order of the Nile (Fourth Class) on Mr. 
DW. Superintendent of 
Egyptian State Railways. 


Gee, Press, 


VM. A. Khrulev 


Commissar of Means of Communications, U.S.S.R. 


M. Khrulev’s appointment was recorded in our April 17 of 
He was formerly Deputy Commissar of Defence 


Mr. A. L. Gregory, Assistant to the 
Assistant Chief Commercial Manager (Coal), 
L.M.S.R., has retired, as from July 31, after 
46 years of railway service. He has held 
this position since 1936, before which date 
he had been for a number of years at Derby, 
where the Mineral Manager’s Department 
was established prior to its being merged 
into the organisation of the Chief Com- 
mercial Manager’s Department. His ser- 
vices have been loaned to the Mines Depart- 
ment four times: from 1915 to 1918; to 
assist in the de-control arrangements in 
1919; during the coal strike in 1921; and 
during the general strike in 1926. Mr. 
Gregory is widely-known and respected in 


the coal and allied trades, and his many 
associates will wish him good health and 
happiness in his well-earned retirement. 

We regret to record the death on 
August 7, at the age of 81, of Mr. C. A. 
Carus-Wilson. He received his training at 
Cambridge and the Royal Engineering 
College, Cooper’s Hill, of the staff of 
which he was a member from 1887 to 
1890. From then until 1898 he was Pro- 
fessor of Electrical Engineering at McGill 
University; after which he returned to 
England and practised as a consulting 
engineer in Westminster. During the last 
war Mr. Carus-Wilson was on the staff of 
the Royal Naval College, Osborne. 

INDIAN RAILWAY STAFF CHANGES 

Mr. J. E. Heining has been 
confirmed in his appointment as 
Deputy General Manager, N.W.R. 

Mr. G. C. Assketon Smith has 
been appointed Deputy General 
Manager (Recruiting), N.W.R., as 
from March 26, vice Mr. T. G. R 
Eagan, appointed to _ officiate 
as Divisional Superintendent, 
Ferozepur. 

Mr. B. Moody, V.D., Chief Opera- 
ting Superintendent, N.W.R., has 
been granted 6 weeks’ leave as 
from May 18. 

Mr. A. M. Simsand Mr. R. B. R. P. 
Varma have been confirmed per- 
manently in their appointments as 
Deputy Chief Engineers, State 
Railways. Mr. Sims continues to 
act as Chief Engineer, Provisional, 
and Mr. Varma as Divisional Super- 
intendent, N.W.R. 

Mr. C. Pearce has been appointed 
to officiate as Deputy Chief 
Mechanical Engineer (Power), 
E.1.R., as from April 9. 

Mr. K. Durai has been appointed 
to officiate as Divisional Superin- 
tendent, E.I.R., as from March 23. 

Dr. H. R. Rishworth, O.B.E., 
has been confirmed as Principal 
Medical & Health Officer, G.I.P.R., 
as from April 11. 


Mr. S. A. Fitch, Acting General 
Purposes Officer, Southern Railway, 
who, as recorded in our July 3 issue, 
has been appointed Assistant for 
Train Services, entered the service 
of the former South Eastern & 
Chatham Railway in 1911. He 
gained experience in various sections 
railway work, until he _ pro- 
ceeded East, on active service, 
during the war of 1914-19. 
He was awarded the Distinguished Con- 
duct Medal, and the Military Medal, and 
in 1918 he received a commission. On his 
return he was appointed to the Office of 
the Superintendent of the Line. From 
1924 to 1938 he held various positions, in- 
cluding those of Assistant Stationmaster, 
Victoria; Assistant Agent, Nine Elms; 
Assistant to London (Central) Divisional 
Superintendent; and Assistant Divisional 
Superintendent, London (East), and 
London (West), Divisions; at the conclu- 
sion of this period he was appointed 
General Assistant to the Traffic Manager. 
When the present war broke out he was 
posted to the Aldershot Command as Rail- 





















160 





Mr. S. A. D.C.M., M.M. 


Appointed Assistant for Train Services, 
Southern Railway 


Fitch, 


way Liaison Officer, but, after the fall of 
France, he returned to his post of General 
Assistant to the Traffic Manager; later he 
became Acting General Purposes Officer. 


Kecently he was awarded the M.B.E. 


We regret to record the death on August 2 
at Vergemont, Ventnor, Isle of Wight, at 
the age of 73, of Mr. George Walmsley, 
formerly Assistant Traffic Manager, Great 
Southern Railways (Eire). Mr. Walmsley 
joined the former Midland Great Western 
Railway in 1888 as a junior clerk in the 
Accounts Office, North Wall, Dublin. He 
was appointed Accountant in 1892, and, in 
1895, Chief Clerk at North Wall. Seven 
years later he was promoted to be Super- 
intendent at Sligo Joint Station, where he 
had the supervision of the working of the 
Midland Great Western, the Great Southern 
& Western, and the Sligo, Leitrim & 
Northern Counties lines In 1914 Mr 













[Dublin 


The late Mr. George Walmsley 


Assistant Traffic Manager, 
Great Southern Railways, 1928-36 
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Walmsley was promoted to headquarters at 
Broadstone as Assistant to the Traffic 
Manager. After amalgamation in 1924 he 
became Assistant to the Commercial 
Manager at Kingsbridge, and, on the appoint- 
ment of Mr. Floyd as Traffic Manager, Mr. 
Walmsley became in 1928 Assistant Traffic 
Manager to the Great Southern Railways. 
He retired on December 31, 1936. 


Mr. W. E. Richardson retired on June 30 
from the post of Secretary, Irish Railway 
Clearing House, which he had held since 
1925. He entered the Irish Railway Clear- 
ing House in 1897, and served in the Traffic 
and Secretarial Departments before acting 
as Assistant to the then Secretary, and 
finally himself holding that position. Mr. 
Richardson was Secretary to the Standing 
Committee of General Managers appointed 
to deal with matters between the British 
Government and the Irish Railways during 
the years 1920-21 He has been also 
Secretary of the Irish Railways Negotiating 
Committee, consisting of representatives of 
the railway companies and of the trade 





[Lafavette 


Vr. W. E. Richardson 


Secretary, Irish Railway Clearing House, 1925-42 


unions. He is a member of the Committee 
of the Irish Branch of the Railway Benevo- 
lent Institution; President of the Irish 
Railway & Steam Packet Athletic & Social 


Union ; and a Vice-President of the British 
Railways Athletic Association. 
Mr. S. W. Smart, Assistant for Train 


Services, Southern Railway,who, as recorded 
in our July 3 issue, has been appointed 
Assistant Superintendent of Operation, 
entered the service of the former 
London, Brighton & South Coast Railway 
in 1904, and served in various sections of 
the Superintendent of the Line’s Office 
until the grouping in 1923, when he was 
appointed Deputy Assistant for Rules & 
Regulations in the Chief Operating Super- 
intendent’s Office, Waterloo. In 1925 he 
became Assistant to the London (East) 
Divisional Operating Superintendent; and, 
five years later, he was made Assistant 
London (Central) Divisional Superinten- 
dent, on the amalgamation of the Operat- 
ing and Commercial Departments into the 
Traffic Department. His appointment as 


Assistant for Train Services dated from 
1933. Mr. Smart has been concerned 
closely with various electrification exten- 
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Vr. S. W. Smart 


Appointed Assistant Superintendent of Operatio 
Southern Railway 


including the electrification of the 
main line to Brighton and Worthing, and 
also with all the colour-light signalling 
schemes at present in operation on_ the 
Southern Railway. 


sions, 


Mr. W. J. Hogan, General Superinten- 
dent, Grand Trunk Western Railroad, has 
been appointed General Manager, in succes- 
sion to the late Mr. J. A. Clancey. He will 
have his office at Detroit, Michigan, where 
the headquarters of the system are situated, 
and he will hold executive positions (which 
are included in the duties of the General 
Manager of the Grand Trunk Western Rail- 
road) in the Detroit Terminal Railroad and 
the Detroit & Toledo Shore Line, both of 
which are partly owned by the Grand Trunk 
Western ; the latter is owned by Canadian 
National Railways. Mr. Hogan entered the 
service of the former Grand Trunk Railway, 
in 1898, as an operator in the Transportation 
Department at Island Pond, Vermont. 
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Mr. W. J. Hogan 


Appointed General Manager, 
Grand Trunk Western Railroad 
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TRANSPORT SERVICES AND THE WAR—152 


Producer-Gas Buses , 

The Tilling Group of Companies is saving 
petrol at the rate of 250,000 gallons a year 
by operating buses on producer gas. This 
quantity 1s being increased week by week 
as larger numbers of buses are being con- 
verted to run on producer gas. 


Ventilators in Underground Cars 

In view of the relative safety of the small 
swinging ventilator windows of Under- 
eround cars and the present difficulty in 
keeping them clean, the London Passenger 
Transport Board is removing the anti-blast 
fabric from them. The result of this must 
be to give standing passengers a clearer 
view of the stations than heretofore. 


Government Road Haulage Scheme 

\ standard form of invoice has now been 
prepared, which, it is believed, will be 
mutually advantageous to members of the 
Hauliers’ National Traffic Pool, and to 
headquarters staff. 

[he general cargo and meat carried during 
the week ended July 17 totalled 148,900 
tons, excluding livestock and scrap; this 
compares with 155,900 in the week ended 
July 10, and 162,125 tons in the previous 
week 


Women Cleaning London Tubes 
\ gang of 16 women is now employed by 
London Transport for cleaning the Under- 


ground tunnels and permanent way. The 
women work in a gang with three men, 


including a flagman, and their work consists 
of cleaning the track and the cement lining 
of the tunnels so as to obviate the risk of 
electrical troubles and any possibility of 
smouldering arising from the presence of 
dust. The women work at night and are 
provided with protective clothing. 


Lea Valley Tomato Traffic 

The Ministry of Food has assumed control 
of the total tomato output from the Lea 
Valley, estimated at over 33,000 tons, and 
the forwardings from this district to what 
are termed the “ deficiency areas ’’ are now 
sent under licence. The L.N.E.R. stations 
at Waltham ‘Cross, Cheshunt, and Brox- 
bourne, the main forwarding stations, are 
sending away daily upwards of 150 wagons 
containing 600 tons of tomatoes. In con- 
junction with the Tomato (Primary Dis- 
tributors) Association Limited, which has 


offices in the old 3rd class carriages at these 
stations, arrangements have been made by 
the L.N.E.R. for three special trains to leave 
every day to carry this produce to the 70 
destinations where it is in short supply. 


London Tube Shelters 


In view of the resumption of night air raid 
alerts in the London area, the intended tem- 
porary closure of dormitory shelters at 43 
out of the 78 tube stations with provision 
for shelter was not brought into effect on 
August 3, as intended. Reference to this 
proposed closing was made at page 113 of 
our July 3l issue. Within a few days, the 
number of persons using tube shelters at 
night rose from the minimum figure of 
2,000 to some 14,009. 


Summer Time 

British Extended Summer Time (2 hr. in 
advance of G.M.T.) was discontinued in 
Great Britain and Northern Ireland in the 
early hours of August 9. B.S.T. (1 hr. in 
advance of G.M.T.) is now in force. 

It is probable that daylight saving will be 
reintroduced in Australia in September. 
Press reports indicate that it is likely that 
clocks will be advanced half-an-hour in 
September and a further half-hour in 
November. Daylight saving was given a 
three-month trial in Australia from Janu- 
ary 1 to April 1 of this year. 


Irish Train Service Alterations 

While the 6 a.m. and 11.10 a.m. expresses 
from Dublin to Belfast and the 3 p.m. and 
7.10 p.m. from Belfast to Dublin were with- 
drawn by the Great Northern Railway 
(Ireland) from service on June 8, a new 
express was put on from June 15, leaving 
Belfast for Londonderry at 11.50 a.m., and 
Londonderry for Belfast at 4.25 p.m. This 
train carries a restaurant car in each direc- 
tion, and is the first regular service to be 
run by the G.N.R. (I.) between Belfast and 
Londonderry with full restaurant car ser- 
vice. The three remaining fast trains in 
each direction between Dublin and Belfast 
are all now provided with restaurant cars, 
the buffet cars having been withdrawn, and 
the working of these has reverted to the 
large 4-4-0 compound locomotives. Trial 
has been made of diesel car B on the 2.40 
a.m. News Train from Dublin to Belfast, 
and the 8.45 a.m. (Sundays only) from Bel- 
fast to Dublin ; the centre of the velticle has 





One of the girl drivers of the Western National Omnibus Co. Ltd. at work 
at Minehead 
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_ EVERY TRAIN 


carrying munitions must 
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Passenger trains are limited 
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find crowded conditions and 
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on stations 
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Recent R.E.C. press advertisement ta 
discourage travel 


been stripped in order to increase the 
storage space and facilitate loading and 
unloading. From Saturday, July 11, the 
1.50 p.m. from Dublin to Belfast, on Satur- 
day only, omitted the Drogheda stop, 
and running non-stop over the 54-3 miles 
to Dundalk. Passengers from Drogheda for 
Dundalk and beyond travelled by the 1.44 
p-m. slow and changed at Dundalk. 
Consequent upon the discontinuance of 
extended summer time in Northern Ireland 
on Sunday last, August 9, numerous altera- 
tions were made in the train services crossing 
the border between Ulster and Eire. The 
principal changes on the Great Northern 
Railway (Ireland) were as follow: 8.15 a.m. 
Belfast to Dublin altered to 8.35 a.m., due 
Dublin 11.55 a.m.; 11.15 a.m. Belfast to 
Dublin altered to 12.15 p.m., due Dublin 
3.30 p.m.; 1.50 p.m. Dublin to Belfast 
altered to 2.45 p.m., due Belfast 6.5 p.m. ; 
6.15 p.m. Dublin to Belfast altered to 
6.40 p.m., due Belfast 10.5 p.m. On Sun- 
days the 7 p.m. Belfast to Dublin is altered 
to 6 p.m., due Dublin 9.30 p.m. On the 
Belfast-Omagh-Londonderry service the 9.50 
a.m. Belfast to Londonderry is discontinued ; 
the 11.50 a.m. Belfast to Londonderry 
altered to 11.25 a.m., due Londonderry 
2.45 p.m. ; the 4.55 p.m. Belfast to London- 
derry altered to 5.15 p.m., due Londonderry 
8.35 p.m.; a train runs from Belfast to 
Londonderry at 7.30 p.m., due London- 
derry 10.20 p.m.; the 7.30 p.m. London- 
derry to Belfast is altered to 6.55 p.m., 
due Belfast 10 p.m. On Sundays trains 
run from Belfast to Londonderry at 10.5 
a.m. (due 1.15 p.m.) and 7.45 p.m. (due 
11.10 p.m.) ; trains run from Londonderry 
to Belfast at 10.25 a.m. (due 1.40 p.m.) and 
6.30 p.m. (due 9.45 p.m.). On the Belfast- 
Clones-Cavan service the 8.40 a.m. from 
Cavan (Clones 9.25 a.m.) to Belfast is altered 
to 9.20 a.m. (Clones 10.20 a.m.), due Belfast 
12.55 p.m.; the 3.45 p.m. from Cavan 
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(Clones 4.55 p.m.) to Belfast is altered to 
4.45 p.m. (Clones 5.55 p.m.), due Belfast 
8.25 p.m. 4 
Supplementary Water Supplies 

Groups of large reinforced-concrete pipes 
of a standard size have been used on the 
Southern Area of the L.N.E.R. to hold 
supplementary water supplies for fire- 
fighting A nest of three gives a storage 
capacity of approximately 6,000 gal., and 
the number can be increased as necessary 
to obtain the required capacity. They can 
be erected very quickly. The pipes are 
7 ft. 6 in. internal diameter and 7 ft. 6 in. 
long, and are placed on end on a concrete 
foundation, the depth of which varies in 
accordance with the type of ground, and, 
if necessary, is reinforced with old signal 
rodding. [he concrete pipes are inter- 
connected through the foundation by small 
earthenware pipes of sufficient diameter to 
ensure an equal reduction in water level in 
all the pipes when a trailer pump is 
working from one. A chase 6 in. wide and 
44 in. deep is left in the foundation for 
seating the pipe and making a watertight 
joint which can easily be broken in the 
future and permit of the pipes being with- 
drawn undamaged so that they may be 
used for other purposes. The voids between 


View from ground level of 10, 


THE RAILWAY GAZETTE 


the pipes are filled with the spoil from the 
excavation and, where space permits, the 
spoil is banked up to the level of the top 
of the pipes, or half way up, as a protection 
against blast. 


Fare Increase in Belgium 
Passenger fares and luggage rates of the 
Belgian National Railways Company were 
increased by 20 per cent. from June 1. 
Workmen’s weekly ti ; and workmen’s 
season tickets are mpted from the 
increase. Season tickets covering the whole 
of the company’s system, and monthly 
season tickets for commercial travellers, the 
issue of which was discontinued in 1940, 

were re-introduced on the same date. 


Private Motoring Banned in Bulgaria 
No private motorcars in Bulgaria have 

been permitted to be used since July 25, 

according to the Vichy News Agency. 


Roumanian Railways 

As a result of the combined German, 
Hungarian, and Roumanian attack on 
Russia, Roumania has reincorporated the 
provinces of Bessarabia and Northern 
Bukovina, which were taken over by the 
U.S.S.R. in June, 1940. The total length 
of the Roumanian State Railways is stated 





0-gal. static water-tank at Cambridge, L.N.E.R. 


trailer-pump suction hose 
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to have been increased since June, 194], 
by about 1,500 km. (930 miles). 


International Railway Conference 

It was eannounced on July 24 that a 
meeting in Sofia of representatives of rail- 
ways in the Danube basin was conside ring 
means whereby transport of agricultural 
products to Germany could be increased, 
It is stated that this international railway 
conference is composed of representatives 
of Germany, Italy, Roumania, Hungary, 
Croatia, and Bulgaria. : 


New Motor Restrictions in Norway 

As a result of the shortage of fuel oil, 
lubricants, and tyres, private motor traffic 
has not been permitted in Norway between 
4 p.m. on Saturdays and 6 a.m. on Mondays 
since May 30 Only doctors and high 
officials are allowed to use their cars between 
these time limits. 


Swedish Passenger Fare Increases 

As a wartime measure, the Swedish 
Finance Minister has introduced a passenger 
traffic tax of 15 per cent. on the fares in 
operation up to June 30, 1940. At that 
date fares were increased by 10 per cent., 
and the present tax thus makes the total 
increase 25 per cent. over the original fares 
Season tickets are not included, nor are 


Note the timber support for the 


Left: Concrete foundation with circular recesses ready to take the lower end of the pipes; note the 6 in. dia. pipe 
interconnection. Right: A large reinforced-concrete pipe of standard size (7 ft. 6 in. internal dia.) lifted upright and 
awaiting lowering into final position 
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special fares, such as workmen’s. 
Luggage is taxed, with the exception of 
bicycles up to a distance of 50 km. (31 miles). 
The tax applies to the Swedish State Rail- 
wal private company lines, and road 
services which are run in competition with 
the railways. 

Passenger traffic on Swedish railways is 
being reduced considerably from September 
15 to make way for increased goods traffic. 


certain 


Madagascar Air Line 
\ccording to the Vichy radio, the air 


service between Madagascar and Djibouti, 
which was suspended when the Allies cap- 


tured Diego Suarez, was resumed towards 
the end of July. It is stated that the first 
aircraft from Madagascar afterwards pro- 
ceeded beyond Djibouti and landed at 
Vicl 
Trans-African Highways 

\ recent article in our associate The 
Crown Colonist on the significance of 
French Equatorial Africa made reference 
to the progress that has been achieved in 
the development of a network of strategic 


roads in French Equatorial Africa, which, 
including secondary routes, now totals 
some 15,000 miles, and links the West 


coast of Africa with the East, through the 
Sudan and Kenya. Some brief details of 
these west-to-east routes were given at 
page 314 of our issue of February 27 last, 
when the course of the roads was known 
only in broad outline. Since then more 
details have been revealed and the accom- 
panying map gives a more precise idea of 
their routes. Thousands of natives have 
been engaged on roads. Much had been 
accomplished before the war, and the work 
done since 1940 represents an elaboration 
of the two main highways running from 
west to east and south to north. Equatorial 
Africa, which, through the Chad Territory, 
touches the Libyan theatre of war, may 
now be crossed by lorries and cars in a few 
days, during all seasons, by a road that 
runs from the port of Duala, in the Came- 
roons, to Yaunde, the capital, and thence 
via Bangui, in the Ubangi-Shari territory, 

Juba, in the Southern Sudan, and on 
to Khartoum or Mombasa by water or rail- 
way This road extends for more than 
800 miles without a river to cross by ferry. 
Another route proceeds through the north 
of the Cameroons and Equatorial Africa 
from Yaunde to Ngaundere, Fort Lamy, 
and Abeshr, and on to El Fasher and 
Khartoum. The south-north road stretches 
from the important port of Pointe-Noire to 
Brazzaville, running parallel with the 
Congo-Ocean railway, and including 12 
tunnels and 92 bridges and viaducts. A 
road from Brazzaville to Libreville, capital 
of Gabon, by way of Lambarene on the 
River Ogowe, has recently been completed, 
and another linking Bangui and Fort Lamy 
will be available this year. 


Reduced Fares in Canada 

rhe Canadian Transport Controller issued 
an Order on June 26 cancelling and modify- 
ing on various dates the reduced rates or 
fares on a group of special railway services. 
The announcement said that the action was 
being taken to conserve equipment, motive 
power, and fuel, and to assure the maximum 
use of railway facilities for the transport of 
the armed forces, munitions, and supplies, 
and to provide for the prompt and continu- 
ous movement of traffic essential to the 
prosecution of the war. 

The Order says that the special tariff of 
reduced rates or fares for agricultural 
exhibitions (autumn fairs) and major 
exhibitions will be continued until October 
31, but no special trains for this class of 
traffic have been permitted since July 31. 
Round-trip party fares have been 
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Sketch map showing the Trans-African highways recently built through 
French Equatorial Africa 


modified by eliminating the reduced rates 
for groups of 15 to 24 persons, and 25 or 
more persons, and for circuit tours of 10 or 
more persons. Since August 1, the mini- 
mum rates or fares charged for parties of 
10 or more persons has been the same as 
those applicable heretofore to parties of 
10 to 14 persons. 

Dates of cancellation of reduced rates for 
other classes of round-trip traffic are as 
follow: special company-operated coach 
excursions cancelled on April 12 and none 
operated since ; horse-race meets cancelled 
on July 22; celebrations, demonstrations, 
regattas, political meetings, hunters 
(restricted territory in Ontario and Quebec), 
organised excursions, military excursions, 
pilgrimages (100 persons or more), plough- 
ing matches in Ontario, Rifle Association 
matches, winter fairs, and Saturday fares 
(Montreal to Laurentian Mountains, winter 
only), were all cancelled as from August 1 
Also cancelled from August | is the one-way 
traffic of motorcars in expedited freight 
service, for which two additional tickets 
were required, with a minimum charge of 
$54 for the car and passengers. 

Railway Sabotage in the U.S.A. 

It is reported that on July 1 about 250 
enemy aliens were arrested at Altoona, 
Pennsylvania, in raids by U.S.A. Federal 
agents in connection with a German plot to 
blow up a vital railway link, namely the 
famous horse-shoe curve, near Altoona, of 
the Pennsylvania Railroad. The plot was 
discovered through the seizure a week 
earlier of eight Nazi sabotage agents landed 
from submarines. Some of the persons 
arrested were employed in the main Altoona 
shops of the Pennsylvania Railroad. The 
head of the Federal Bureau of Investigation 
in Philadelphia said that ‘invaluable 
a ” had been sent from Altoona 
to the Nazi sabotage ring in New York. 

“U.S.A. Pullman Travel 

The statement of Pullman Incorporated 
concerning the first quarter of 1942 records 
that, as a result of a combination of war- 
time traffic stimulants, the volume of Pull- 
man travel this year reached the highest 
first quarter level on record. However, 
gross revenue expanded less rapidly than 
traffic volume, for the reason that sharply 
increased troop transfers, which accounted 
for a large part of the total traffic gain, were 


handled at low tourist-service rates. The 
Interstate Commerce Commission on 
March 13 authorised a 10 per cent. increase 
in Pullman accommodation rates, and this 
became effective on April 1. 

Coffee by Rail to the U.S.A. 

For the first time in history, coffee 
shipped entirely by rail has arrived in 
Chicago from Southern Mexico. A large 
amount of coastal shipping traffic has been 
diverted to the railways of the U.S.A. in 
consequence of the submarine menace, but 
the five wagons of coffee recently received 
directly from the country of origin are the 
first of this particular commodity. 


Proposed New Burma Rail Link 

According to a Berlin announcement, the 
Japanese occupation authorities are pro- 
posing to build a railway linking Mandalay 
and Indo-China via the Shan States. Such 
a link would have been provided by the 
line which was being built by the British 
authorities from Lashio to Kunming 
(Yunnan-fu) covering the territory served 
by the Burma Road. 
Railways Reopened in the Philippines 

The Japanese military command in 
Malaya has announced the reopening of 
railway traffic between San Fabin and San 
Fernando, and between San Jose and Del 
Carmen on July 21. This amounts to the 
restoration of normal traffic in the island of 
Luzon, as the lines from Manila were 
reopened on July 1 and 2 (see our July 10 
issue, page 42). 

Aviation in Peru 

All military and civil flying activities in 
Peru are now administered by the recently- 
established Peruvian Air Ministry. Air- 
line operations in Peru are controlled by 
two companies, Pan-American Grace Air- 
ways Inc., and Compafia de Aviacién 
Faucett S.A. Most of the routes formerly 
operated in Peru by the Deutsche Luft- 
Hansa, are covered by Pan American Grace 
Airways Inc. The Condor Company has 
also suspended operations, and its equip- 
ment, together with that of the Deutsche 
Luft-Hansa, has been taken over by the 
Peruvian Government, which is using the 
aircraft for emergency flights. Most of the 
Condor routes are covered by the operations 
of the Faucett Company, which operates a 
fleet of about a dozen planes. 
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The Gyor-Sopron-Ebenfurt 
Railway 


There are still believed to be three 
independent railways operating their own 
lines in old Hungary (that is, without the 
territorial acquisitions of the past four 
years), and one of these is of more than 
local interest in having carried long- 
distance international traffic during the 
disturbances of 1921. The railway con- 
cerned is the Gy6r-Sopron-Ebenfurt (or 
Raab - Oedenburg - Ebenfurt) Railway, 
which is mainly in Hungary, but has a 
section in Germany (Austria) The first 
concession for this line was granted in 
1836, and was part of a larger scheme 
which included two main lines between 
Vienna and Raab (now Gyér) as portions 
of trunk routes to Budapest One route 
ran through Briick on the Leitha, and the 
other by way of Wiener Neustadt, Eben- 
furt, and Oedenburg (now Sopron). By 
reason of political difficulties in the dual 
Austro-Hungarian Monarchy, the conces- 
sion was diverted southward beyond 
Wiener Neustadt, which had been reached 
from Vienna in 1841, and an independent 
company called the Wiener Neustadt Rail- 
way Company built the branch from Kat- 
zeldorf to Ebenfurt. Matters then re- 
mained in abeyance until 1867, when 
the Hungarian Constitution was enforced 
and peace restored between the two parts 
of the Empire. 

The original concession having lapsed, 
a new one was granted to Baron Erlanger 
in 1872, for building and working a rail- 
way from Gyér (Raab), through Sopron 
and Ebenfurt, to the then frontier, where 
it was to link up with the older line. 
There was an acute financial crisis at the 
time, and Baron Erlanger was obliged to 
finance the scheme personally until Feb- 
ruary 1, 1875, when he was able to float 
a company for the purpose The first 
section, trom Gyor to Sopron, was opened 
to traffic on January 3, 1876, and the 
extension to Lajtaujfalu (Neufeld on the 
Leitha), on October 29, 1879. Other.lines 
built by foreign companies enhanced the 
importance of the undertaking in 1883 
when a railway was opened in Austria 
from Ebenfurt to Wittmansdorf, and, in 
Hungary, through Komarom, to Buda 
pest In 1884 a spur was built joining 
the company and State Railway stations 
in Gy6ér, and another, avoiding the com- 
pany’s lines and taking the trains into the 
State station from the 
through running to 
reversing 

In 1891 the company bought from the 
Austrian Wiener Neustadt Railway Com- 
pany the short section from the old fron- 
tier to Latjaujfalu (Neufeld) which pre- 
viously it had leased only. A Law of 
1896 sanctioned the building of the Neu 
Siedl Lake Railway by an independent 
company (the Fert6é Local Railway Com- 
pany) from Celldémélk to Pandorf, cross- 
ing the G.S.E. at Esterhaza; it was opened 
to traffic in 1897 The G.S.E. acquired 
control and has operated the line ever 
since. 

As originally organised the company 
was a financial failure, but it was reor- 
ganised in 1884 Further loans brought 
its capital up to nearly 18,000,000 florins 
by 1897, when the completion of the main 
Hungarian railway system caused traffic 
to develop. The company then pros- 
pered until the war of 1914-19. 

Ihe Treaty of Trianon severed both of 
the company’s lines, part of each lying in 
Austria. The Plebiscite kept Sopron 
within the Hungarian Realm. Austrian 
concessions were obtained for the Austrian 
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sections and the original company works 
both, although administratively they are 
independent. During the upheaval of 
1921, when the direct Vienna-Budapest 
line was cut, the Orient Express and the 
Ostend-Vienna Express were routed over 
the G.S.E. line. 

The company’s system comprises 
231 km. (143 miles) of standard-gauge 
route, served by 32 steam locomotives, 
89 carriages, 12 railcars, and 701 goods 
wagons. The diesel railcars formed the 
subject of an illustrated article in our 
Diesel Traction Supplement for July, 1940 
(page 80). 








Staff and Labour Matters 


Railway Shopmen 

The following claims on behalf of railway 
workshop staff have been referred to the 
Industrial Court on agreed terms of refer- 
ence and the parties were heard by the 
Court in London on August 5 

(1) That the existing war wage or bonus 
of all adult male staff (timeworkers and 
pieceworkers) be increased by 10s. a week. 

(2) That the minimum rate of wage 
payable to any adult workshop employee, 
male or female, shall be not less than £3 
a week, exclusive of any war wage or bonus 
granted since the commencement of the 
present war. 


Shopmen Employed at Cowlairs 
Works, L.N.E.R. 

The National Arbitration Tribunal has 
recently issued its award on a claim sub- 
mitted by the National Union of Railway- 
men that Grade III electricians, mill- 
wrights’ labourers, and riggers employed 
by the L.N.E.R. at Cowlairs Works should 
be paid a lieu rate or placed on piecework 

Representatives of the parties were heard 
at a sitting of the tribunal held in London 
on March 11, 1942. Statements were made 
and documents submitted as to the 
number of workmen of each category who 
are affected: the duties of each of the 
workers; their present base rates of pay- 
ment and conditions of service, being the 
time rates of payment and conditions of 
service as determined by Industrial Court 
Award No. 728 dated July 8, 1922, which 
now governs with minor exceptions the 
base rates and conditions of the workshop 
staffs of the railway companies of Great 
Britain ; the war bonuses and war advances 
to which these base rates are subject; the 
decision of the company in April, 1941, to 
grant a lieu rate of 334 per cent. to certain 
categories of workers who had previously 
been employed on plain time rates, includ- 
ing Grade I electricians and millwrights 
(with which classes of workers the workers 
covered by the claim work to a considerable 
extent) and the grounds of such decision ; 
the view of the Industrial Court set out in 
the award that piecework and other systems 
of payment by results should be adopted 
and maintained to the greatest extent which 
may be found practicable, and _ that 
wherever possible lieu rates should be 
abolished and a system of payment by 
results where practicable be substituted for 
the lieu rate system; the question of the 
practicability of employing the workers 
concerned on piecework ; the numbers and 
categories of other workers in the establish- 
ment who are paid plain time rates. 

After the hearing, the parties at the 
request of the tribunal furnished an agreed 
joint statement showing separately, as 
respects each of the grades covered by the 
claim, the degree of co-operation between 
the workers in the grades and the skilled 
workers in receipt of lieu rates with whom 
they work, and indicating in what way the 
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circumstances of the claimants differed as 
respects co-operation with skilled workers 
on a lieu rate, from those of labourers in the 
establishment paid plain time rates who 
were not covered by the claim. 

The tribunal found against the claim of 
the N.U.R. 








Record Delivery of Wagons 
to Forces 


Southern Railway thanked 


On November 10, 1941, the Southern 
Railway completed at one of its works the 
construction of 1,000 open 13-ton freight 
wagons in the record time of less than 10 
weeks; the other main-line companies’ 
rolling stock builders co-operated in manu- 
facturing certain of the component parts 
They were despatched in sections to the 
Middle East Forces assembled and put into 
service for the conveyance of war materials 
to our allies in Russia via the Persian Gulf 
An account of the building and despatch of 
these wagons appeared in THE RAILway 
GAZETTE of November 21, 1941, and was 
read with much interest by a South African 
Unit who assembled the wagons in the 
desert 

\ report has now come to hand from this 
unit, extracts from which make stirring 
reading 

“It may be of interest to know, and one 
feels sure the employees of the Southern 
Railway, who did such sterling service in 
building the wagons in so short a space of 
time, will be gratified and encouraged to 
know that no time was lost in the assemb- 
ling of the wagons, and putting them into 
the service for which they were originally 
intended. Furthermore, the opportunity 
should be taken to congratulate the South- 
ern Railway on the following points 

(a) The fact that in such times of stress 
when, undoubtedly their whole organisation 
must be very busy, they were able to turn 
out the 1,000 wagons in the record time of 
ten weeks. Unstinted praise must be 
given to everyone from the highest to the 
lowest who was employed on this record- 
breaking work. 

b) The excellent manner in which the 
various component parts were jigged. No 
difficulty was experienced in fitting these 
numerous parts together 

c) The able manner in which these wagon 
parts were packed. 

The fact that it was possible to erect these 
wagons at rate of 45 minutes each, under 
the conditions prevailing, was only made 
possible by the good workmanship put into 
the product at the Southern Railway work- 
shops, for the Unit which undertook the 
assembling of the wagons, is essentially a 
Railway Operating Company with no work- 
shop facilities and with only a limited num- 
ber of trained artisans and no wagon 
builders on its establishment. 

One ventures to suggest that 20 working 
weeks from the date of the commencement 
of the manufacture of the first wagon to the 
time the last wagon was actually in service 
12,000 route miles away, must surely con- 
stitute a world record.”’ 








TRANS-CANADA AIR LINES. — Trans- 
Canada Air Lines carried 10,334 passengers 
in May last, an increase of 713 over the 
preceding month, and of 2,211 over the 
corresponding month of 1941. Mails con- 
veyed amounted to 166,420 Ib., an increase 
of 27,023 lb. over the month of April last, 
and of 49,826 lb. over the month of May, 
1941. The amount of ‘‘ packages "’ carried 
(25,281 lb.) in May was the heaviest ever 
recorded in one month. 
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Questions in Parliament 


Below ave summarised Answers to 


Questions in Parliament affecting trans- 
port The Minister concerned and the 
late f the Amswer are given in 
hare eses 


L.P.T.B. Employees 


I wing are figures of London Passenger 
[Transport Board employees. Number of 
drivers of military age employed at out- 
bre of war central buses, 4,331 ; 
country buses & coaches, 1,374; trams & 






trollevbuses, 2,081. Total, 7,786. 
Number of conductors of military age 
promoted to drivers since outbreak of war : 


central buses, 534; country buses & 
coa s, 623; trams & trolleybuses, 787. 
Total, 1,944 


rage period of training of conductors 
central buses, 4 weeks ; country 
trams & trolley- 


as ers 
s & coaches, 4 weeks ; 

2 weeks 

Number of conductors of military age 
pI ted to inspectors since outbreak of 
wal central buses, 53; country buses & 
coaches, 15; trams & trolley buses, 34. 
lotal, 102 ‘ 
veneral workers have been promoted 
to drivers and no general workers have been 
promoted to inspectors since the out- 
break of war The number of motorbuses 
in t central bus services has been reduced 
by 833, and the number in the country 








bus & coach services increased by 106 
the outbreak of war. (Mr. P J. Noel- 
Baker, July 29) 


Use of Transport Services 

\ll Government departments are con- 
stantly reminded by the Ministry of War 
[Transport that the unnecessary use of 
transport services must be avoided. When 
we learn of apparent breaches of this rule, 
we notify the authorities concerned, so that 
juiries can be made and any necessary 
action taken against those _ responsible. 
Mr. P. J. Noel-Baker, July 29). 
Producer Gas 

Producer gas is made by 





passing alr 


through an incandescent bed of carbonace- 
us fuel [he nitrogen of the air passes 
through the fuel bed unchanged, but the 
oxygen is completely combined with the 


carbon The fuel, with the exception of 
the mineral ash, is thus converted into gas, 

posed of carbon dioxide, carbon 
xide, hydrogen, a little methane, and 
n, the latter constitutes some 60 per 
‘nt. of the volume of the gas. By adding 
proportion of steam to the air, it is 
to increase the hydrogen content 
f producer gas, and correspondingly the 
leating volume Producer gas can be made 
from a wide range of carbonaceous material 
from wood to anthracite and coke, 
mobile producers the range is at 
present restricted for technical reasons to 
f low ash content, and those which, 
Or mbustion, produce little or no tar. 
Mr. P. J. Noel-Baker, July 30). 


Travel Warrants for Forces 











With the co-operation of the Service 
Departments a combined leave pass and 
railway ticket will be introduced as soon 
as the Services have completed the neces- 


Sary rrangements. This will make un- 
the exchange of leave warrants 
lor railway tickets, and will, I hope, result 


necessary 


In e my of manpower, of paper, and of 
time for the travelling public, and will 
promote the comfort and convenience of 
the troops. (Mr. P. J. Noel-Baker, July 30). 

It not possible to estimate the net 
Savil n man-hours which will result from 
the introduction of the new railway war- 
rants the armed forces but I hope that 
it wi ffect a considerable economy of man- 
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power and of time for the travelling public 
and will promote the comfort and conveni- 
ence of the troops. How soon the arrange- 
ment can be introduced will depend on the 
time which the Services require to complete 
the printing and distribution of the new 
warrants and to make the necessary changes 
in the procedure of issue. We hope, how- 
ever, to make a start in the middle of next 
month. (Mr. P. J. Noel-Baker, August 5). 

When we have had experience of the 
working of the new combined leave pass and 
railway ticket for the Forces, I hope to con- 
sider the adaptation of this arrangement to 
the use of other persons travelling on 
Gover: ment account. (Mr. P. J. Noel- 
Baker, August 5) 
London Tube Shelters 

The majority of the London tube station 
shelters are very sparsely occupied, and the 
use that is being made of them does not 
justify the labour and expense involved in 
maintaining all of them as shelters. The 
decision temporarily to close certain of the 
shelters was taken in the interests of 
economy and simplification of management. 
Arrangements have been made to re-open 
at very short notice the shelters scheduled 
for closing, should circumstances so require, 
and the choice of stations which are to 
remain open has been so made as to provide 
in each local authority’s area a nucleus tube 
shelter organisation which can quickly be 
extended to the other stations in that area. 
(Mr. Herbert Morrison, Home Secretary, 
July 30). See, however, paragraph at p we 
161 
Petroleum Board Profits 

The profits made by the Petroleum Board 
are distributed among the companies which 
are members of the board on a basis agreed 
among themselves (Major G. Lloyd 
George, Minister of Fuel & Power, August 4). 
Traffic Lights 

Local authorities have been asked to 
consider what further economies can safely 
and usefully be made by reducing the 
number of traffic lights. (Mr. P Noel- 
Baker, August 4) 


Petrol Allowance 

I will not increase the petrol allowance 
for cars for private hire in the more rural 
areas I am satisfied that the fuel allow- 
ances for private hire cars in rural and 
other areas are reasonably adequate I 
fully appreciate that the needs of the rural 
areas in the matter of transport are greater 
than in the towns, and that is why there 
has been a difference made between them. 
(Major G. Lloyd George, August 4) 


Motorcar Hire 

I have made a new Order restricting the 
use of motor fuel in hired cars, whether 
with or without a driver. Copies are now 
available in the Statutory Rules & Orders 
series, 1942, No. 1469. In view of certain 
new requirements, I have thought it 
desirable to allow time for hire-car operators 
to adjust their arrangements, and the new 
Order comes into force on September | 
(Major G. Lloyd George, August 4) 

In view of the urgent need to save fuel 
I regret I cannot see my way to extend the 
area of 10 miles within which unrestricted 
hiring may be undertaken. I should like to 
add, however, that the new hire service 
Order which comes into force on Septem- 
ber 1, allows the use of petrol for journeys 
within a radius of 75 miles for urgent 
business or domestic purposes for which 
other means of travel are not reasonably 
practicable. (Major G. Lloyd 
August 4). 
Second-hand Motorcars 

The small panel committee will investi- 
gate the acute slump in second-hand motor- 
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cars prices as well as their acute rise in 
price before July 1. (Mr. P. J. Noel- 
Baker, August 4). 


Double Summer Time 

It is not possible to give exact figures 
of the amount of coal which would be 
saved if double summer time were extended 
for a further period. I am informed, how- 
ever, that although some saving would be 
effected for a week or two, the saving at 
night would soon be offset by additional 
consumption in the morning. (Major G 
Lloyd George, August 4). 


Bus Service to Hainault Forest 

In view of the need for saving fuel and 
tyres and of the facilities already available 
to the residents of Dagenham and Barking 
to visit the open spaces in that vicinity, 
including Hainault Forest, I regret that I 
do not think I could justifiably arrange for 
an additional bus service from Dagenham 
and Barking to Hainault Forest during the 
holiday period for the benefit of those 
holidaying at home. (Mr. P. J. Noel-Baker, 
August 5). 


Blackout Aids 

\ids to movement in the _ blackout, 
including white lines in the centre of well- 
used roads studded at regular intervals with 
cat’s eyes, are used to the maximum extent 
permitted by the available supplies of the 
materials from which they are made. 
(Mr. P. J. Noel-Baker, August 5). 
Road Passenger Services 

The drastic reduction of road passenger 
services is required to save manpower, 
fuel, and rubber. Such reductions are 
being effected progressively throughout the 
country, wherever they can be made with- 
out hampering travel for essential purposes. 
\t the same time, new and increased facili- 
ties by road or rail are constantly being 
provided for war workers. No service 1s 
withdrawn or curtailed until the use made of 
it by the public has been carefully reviewed. 
I do not think that undue hardship has 
hitherto resulted from the measures taken. 
Some inconvenience is, however, inevitable 
and I regret that I can hold out no hope that 
there will be any general increase of travel- 
ling facilities in London in the early future. 
On the contrary, I am afraid that further 
reductions will probably be required. (Mr. 
P. J. Noel-Baker, August 5). 


Road Haulage Scheme 

The arrangements made with the road 
haulage industry are still in force. It has 
always been recognised, both by the 
Ministry and the industry, that, in order to 
balance loadings and so to avoid wasteful 
running, vehicles chartered by the Ministry 
must carry some commercial traffic. This 
has hitherto amounted to a very small per- 
centage of the traffic handled under the 
scheme. The hauliers who carry for the 
pool are free to obtain traffic without 
restriction from any sources open to them 
(Mr. P. J. Noel-Baker, August 5). 
Road Accidents 

In four cases since the Road Traffic Act, 
1930, was placed on the Statute Book the 
Minister of Transport has exercised his 
powers, under Section 23 of that Act, 
to hold an inquiry where an accident has 
arisen out of the presence of a motor 
vehicle on the road. (Mr. P. J. Noel-Baker, 
August 5). 


L.P.T.B. Conductors 
Service 

The figure of 865 conductors of military 
age of the London Passenger Transport 
Board quoted by Dr. Russell Thomas in- 
cludes men who have been placed in 
Medical Grades III and IV and men other- 
wise unavailable for service. Those avail- 
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able for posting who have not yet been 
called up number about 150, the majority 
of whom are in the oldest of the age classes 
so far registered for military service, and 
they may expect to be posted at an early 
date. (Mr. Ernest Bevin, Minister of 
Labour & National Service, August 6). 


West Ham Tram Rails 

Due to the disproportionately large 
quantity of labour required to recover 
tram rails it is necessary at present to put 
them low down in the list of salvage pri- 
orities, and I cannot say when it will be 
possible to start recovery work in West 
Ham (Mr. George Hicks, Parliamentary 
Secretary to the Ministry of Works and 
Planning, August 6). 


Towels in Railway Trains 

Towels are no longer supplied on trains 
except in sleeping cars because so many 
towels were stolen by passengers from the 
trains. The risk of loss from sleeping cars, 
however, is negligible and towels are there- 
fore still supplied. I am unfortunately 
unable to give an estimate of the total 
number stolen during the last 12 months, 
but the losses at present average about 
28,000 a week. (Mr. P. J. Noel-Baker, 
Joint Parliamentary Secretary, Ministry of 
War Transport, August 6). 








Post-War Transport 
Problems 


Mr. A. E. Hammett, 
cial Superintendent, Southern Railway, 
speaking on “‘ Road and Rail Transport 
at a luncheon given recently by the Dorking 
Rotary Club, said that post-war transport 
problems could be solved only if a broad 
view was taken of rail and road transport 
as a whole, and if the Government refrained 
from pressing the rights of either form of 
transport without regard to those of the 
other. The railways were hoping for a 
‘square deal freedom to conduct their 
merchandise business on» ordinary com- 
mercial lines, with a chance to operate on 
equal terms with others. Consultations by 
the railways with traders and with repre- 
sentatives of road transport had resulted 
in the bases of agreements being reached. 
He said that much trouble had resulted 
from the cheap disposal, after the last war, 
of old army lorries; some 60,000 inde- 
pendent hauliers had come into existence, 
each a law unto himself. The Road & 
Rail Traffic Act of 1933 had brought some 
order into the road-transport industry, but 
did not confer the power to fix rates; 
whereas the railways were subject to strict 
control in the latter sphere. Moreover, 
the railways must accept for conveyance 
whatever was offered, but many road 
hauliers tended to favour the carriage only 
of those goods which best paid them. Mr. 
Hammett pointed out, however, that, in 
spite of falling revenues, the railways had 
maintained such a state of efficiency that 
they became vital to the war effort. 


Assistant Commer- 








\. B.C RAILWAY GUIDE.”’ 
lishers of The A.B.C., or Alphabetical, 
Railway Guide have given notice that, in 
consequence of the heavily increasing cost 
of paper, print, and production generally 
the price will be increased to 3s. a copy 
with the September issue. The price of 
the current (August) issue, which is num- 
bered 1066, is 2s. 6d. The A.B.C. Railway 
Guide was established in 1853 and incor- 
porates The A to Z Time Tables and Hotel 
Guide. 


Che pub- 
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Notes and News 


Metropolitan Railway Surplus Lands 
Co. Ltd.—No interim dividend is being 
paid in respect of the current financial year 
(same). 


New Chromite Seam in Rhodesia.— 
Reuters reports that an important seam of 
chromite is said to have been discovered 
near the railway line at Lalapanzi, Southern 
Rhodesia. 


Wagon Repairs Limited.—Net profit 
for the year to March 31, 1942, was £42,217 
(£40,515), and £23,943 was brought in. 
The ordinary dividend is maintained at 
10 per cent., leaving £27,210 to be carried 
forward. 


Danish State Railways.—An official 
German news-agency report states that the 
Danish State Railways showed, for June, 
1942, a profit of Kr. 1,600,000, compared 
with a deficit of Kr. 600,000 for the corre- 
sponding month of 1941. 


Insurance of Livestock by Passenger 
Train.—Arrangements have been made to 
continue for a further twelve months the 
scheme whereby insurance can be effected 
for livestock conveyed by passenger train 
on payment of small premiums. 


Roumanian State Railways.—Passen- 
ger revenues for 1941 amounted _ to 
3,934,000,000 lei; goods revenues to 
15,090,000,000 lei; and miscellaneous 
revenues to 2,028,000,000 lei. The 1941 
total of 21,052,000,000 lei compares with 
14,040,000,000 for 1940. 


Great Southern Railways (Eire). 
For the 30th week of 1942 the Great 
Southern Railways (Eire) report passenger 
receipts of £49,276 (against £53,412), and 
goods receipts of £62,268 (against £47,051), 


making a total of £111,544 (against 
£100,463), for the corresponding period of 
the previous year. The aggregate receipts 


to date are passenger, £1,049,972 (against 
£1,167,606), goods, /£1,784,210 (against 
£1,487,931), making a total of £2,834,182 


(against £2,655,537). 


Electric Co. Ltd.—Lord 
Hirst’s statement, with the report 
and accounts of the General Electric Co 
Ltd., shows that the company has managed 
to obtain an ever-increasing volume of 
production. The distributive and adminis- 
trative organisation has maintained a high 
standard of efficiency, and every effort has 
been made to retain the good will of 
customers. The expenditure on research 
laboratories has borne good fruit, both in 
the company’s and in the national interests. 
As to exports, Lord Hirst expresses amaze- 
ment at the volume of shipments the com- 
pany has been able to maintain, thanks to 
the efforts of the export staff and the skill 
and courage of the officers and men of the 
Navy and Merchant Service. The 
suffered in the Far East are somewhat 
severe, though, foreseeing the danger, the 
company considerably reduced its commit- 
ments there. Provision is made in the 
year’s accounts for all losses incurred. 


General 
issued 


losses 


Kassala Railway Co. Ltd.—This rail- 
way of about 217 miles is held under a 
concession by the Sudan Government. It 
was constructed and is operated by the 
Sudan Railways. For the year 1940 the 
gross receipts were £87,612 and the net 
earnings were insufficient by £2,929 to 
meet the interest on the 44 per cent. deben- 
ture stock, the difference being met by 
the British Government guarantee. War 
conditions brought the gross receipts for 
the year 1941 up to £336,481, and the deben- 
ture interest was met with a surplus of 
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£135,000, which has reduced the debit 


balance forward to £98,961. This is the 
first occasion on which the debenture 
interest has been fully met since the 


opening of the railway in 1924. 


Rohilkund & Kumaon Railway Co, 
Ltd.—The report for the half-year to 
March 31, 1942, shows gross earnings 
Rs. 44,17,000 (Rs. 47,69,035), expenses 
Rs. 20,72,000 (Rs. 20,69,049), and net 
earnings Rs. 23,45,000 (Rs. 26,99,986 
Company’s share of net earnings after 
deduction of Indian tax and charges was 
£63,975 (£80,317). After providing for 








British and Irish Railway 
Stocks and Shares 
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U.K. taxes, interest and dividends on 
debenture and preference stocks, and the 
Secretary of State’s share of surplus profits, 
there remains £57,356, including £31,401 
brought in. An interim dividend of 8 per 
cent. and a bonus of 4 per cent. are being 
paid making 12 per cent. for the half- 
year, less tax at 6s., on the ordinary stock, 
and leaving £23,756 to be carried forward. 
A final preference dividend for the six 
months ending December 31, 1942, will be 
paid early in January, 1943, by the liqui- 
dator It is the present intention of the 
board to declare a further interim for the 
nine months to December 31, 1942, before 
the company goes into liquidation. This 
will be the last income dividend. 


Argentine Railway Developments.— 
The Argentine Chamber of Deputies has 
approved the expenditure of 25,000,000 
pesos on the construction of railway 
branches in the province of Mendoza to 
connect oil wells and coal mines with the 
main railway lines, reports Reuters. 


Richard Thomas & Co. Ltd.—The 
directors recommend that in addition to the 
fixed dividend: of 64 per cent. already paid, 
a further dividend of 34 per cent. be paid 
on the preference shares for the year to 
Mat 31 last, and that a dividend of 5 per 
cent. be paid on the ordinary shares. This 
is the first ordinary dividend since an 
interim of 5 per cent. was paid in respect of 


1937-38 Trading profits for the year 
1941-42 were £3,165,537, against £3,077,593, 
I ombined trading profits were 
{3,542,159 Taxation required £215,000 
at £1,335,000, and the appropriation 
£100,000 to reserve is maintained. The 
orward is £255,600. 


Anglo-Spanish Construction Com- 
pany.—A statement by the Chairman, Mr. 
Robert Walker, recalls that the Santander- 
Mediterraneo Railway was taken over by 
the Spanish Government as from February 
1, 1941 The company was to receive 
66,500,000 pesetas for construction and 
interest, and 3,500,000 pesetas for refund 

xes unduly levied, but no payments 
vet been made As a consequence of 
xpropriation of its railway, the 
Santander-Mediterraneo Railway Company 
nto liquidation on December 27, 1941 
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Three directors, Sefiores José de Aguinaga, 
Eduardo Cobian, and Julio Danvila, were 
appointed as the tiquidating commission. 


Bolivar Railway Co. Ltd.—Gross 
receipts in 1941 of the Bolivar Railway and 
of the Puerto Cabello & Valencia Railway, 
which is worked by the Bolivar Company, 
were £48,469, against £44,976, and working 
expenses were /42,911, compared with 
£44,849, leaving a profit on working of 
£5,558, against £127. Sundry credits of 
£9,249 give a total income of £14,807. 
Interest charges accrued and not paid, the 
£9,000 rental of the Puerto Cabello & 
Valencia Railway, and other items amount 
to £35,352, making a deficit for the year of 
£20,545 (£28,887). Through traffic on the 
Palito-Palma Sola branch line which was 
inaugurated on March 22, 1942, is develop- 
ing satisfactorily. 


Persian Railways.—tThe statement by 
Colonel Sir A. Henry M. Mahon issued with 
the report and accounts to the shareholders 
of the Imperial Bank of Iran, records that 
on the Trans-Persian Railway, passenger 
trains now run between Teheran and the 
Persian Gulf four times a week. The line 
from Teheran to the north-west is in regular 
use as far as Zenjan, and the line to the east 
is in service between Teheran and Shahroud 
A branch line from Ahwaz to Khorram 
Shahr on the Persian Gulf has recently been 
constructed, and there is now a daily train 
running between Nokundi (the previous 
terminus of the line from Quetta) and Zahe- 
dan on the Baluchistan border, which serves 
the growing trade between India and Iran 
Much has also been done to maintain and 
improve the principal roadways throughout 
the country 


Guest, Keen & Nettlefolds Limited. 
After charging debenture interest and 
redemption amounting to £95,054, against 
£97,138, depreciation £250,000 (£200,000), 
and taxation, profits tor the year to 
March 31, 1942, were £858,000 (£868,000). 
The directors have transferred: £46,000 
(£40,000) for war damage insurance, £50,000 
(460,000) to war contingencies account, 
including deferred repairs, and £100,000 
(same) to reserve, which has also been 
credited with £43,288 arising from deben- 
ture redemption. The final ordinary divi- 





Southern Railway film unit coach for showing films to the public and the 
company's staff 


The Southern Railway has just completed a tour of the line with a film specially 
prepared to emphasise the way in which economy can be effected in all branches of 


railway work and how salvage can assist the war effort. 


The film draws special 


attention to economy in the use of fuel and stationery and the salvaging of scrap tron 


and paper. 


Over 13,000 employees of the Southern Railway have seen this film in a 
special van constructed for the purpose 
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dend of 6 per cent. makes 10 per cent., 
less tax, compared with 5 per cent., tax 
free, for the previous year. 


Passenger-Train Congestion at Pad- 
dington.—Congestion caused by intending 
travellers at Paddington on Saturday, 
August 8, is said to have been greater than 
at the bank-holiday weekend. Passengers 
stood in queues, and the departure plat- 
forms were so crowded that many mailbags 
could not be got through to the trains, and 
were subject to delay. Trains were able to 
leave fairly punctually, but were crowded 
to capacity ; many were duplicated, and it 
was found necessary to run certain extra 
trains. 

Silentbloc Limited.—At the seventh 
ordinary general meeting of this company, 
the chairman, Mr. H. Vesey Strong, called 
attention to a further record output as a 
result of the year’s activities. Higher taxa- 
tion was responsible for the fact that the 
net profit of £19,789 showed a reduction of 
£5,298 on the previous year. At a time 
when the desirability of granting increased 
remuneration to cover rising costs of living 
was admitted and in many spheres trans- 
lated into action, the lot of shareholders in 
a company such as this was exceptionally 
severe, unreasonable, and ought to be 
rectified. As to the trend of future activi- 
ties and prospects, research was the order 
of the day, and the laboratory staff had been 
not only zealously engaged in providing 
solutions to daily problems, but, in particu- 
lar, in seeking for improvements whereby 
the application of the company’s specialities 
could be rendered still more efficient and 
extended. It was certainly not the case 
that in regarding the future company direc- 
tors tended to ignore the vital need for a 
full-scale effort now. 

Pan-American Highway.—tThe U.S.A. 
State Department has announced that 
arrangements have just been concluded with 
the Central American countries concerned 
for the immediate construction, at the 
expense of the United States, of an all- 
weather road between the southern frontier 
of Mexico and Panama. This road, about 
625 miles in length, will link up with about 
1,000 miles of highway already constructed 
and forming part of the Pan-American 
Highway described in THE RatLway 
GAZETTE of May 15, page 569. The State 
Department points out that the new road 
will not only be of strategic importance but 
will alleviate transport difficulties in the 
Central American countries, arising out of 
the shipping situation. It will facilitate 
through traffic at a much earlier date than 
was contemplated under the Inter-American 
Highway Plan provided for by the Act of 
Congress of December 26, 1941, authorising 
an expenditure of $20,000,000 for that 
purpose. 








Contracts and Tenders 


The Bengal-Nagpur Railway has placed 
the following orders to the inspection of 
Messrs. Wolfe Barry, Robert White & 
Partners 

North British Locomotive Co, Ltd. : 8 skele- 
ton wheels. 

Hadfields Limited : 4 cast steel wheels. 

The following orders have been placed 
recently by the Egyptian State Railways :— 

Non-Ferrous Metals Control Co, Ltd.: Lead 
ingots. 

General Electric Co. Ltd. : Fittings for tubes. 

British Insulated Cables Limited: Copper 
wire. 

Phosphor Bronze Co. Ltd. : Phosphor copper. 

W. T. Henley’s Telegraph Works Co. Ltd. : 
Copper cable. 

Thos. Firth & John Brown Limited: Nickel 
chrome. 
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Railway Stock Market 


The continuance of inactive Stock 
Exchange markets has been reflected by a 
trend to slightly lower security values 
Nevertheless, there was again very little 
selling, and all classes of home railway 
stocks remained firmly held ; the moderate 
reaction in prices was attributed to the 
reduced demand in evidence Sentiment 
was unaffected by the demands of the 
unions for increased wages ; it was realised 
that the rental received by the railways is 
fixed during the period of control. More- 
over, the knowledge that a further period 
may have to elapse before the war damage 
arrangement in respect of public utility 
concerns is settled, also had no influence on 
the stock market. It was realised that the 
railways have decided to adopt a long-term 
policy in connection with provision for war 
damage. In common with other Indian 
securities, those of Indian railways were 
marked down, but this was merely a pre- 
cautionary measure on the part of jobbers 
very little selling was in evidence rhis 
and the steady undertone of markets 
generally, provided continued evidence of 
confidence in the future and of willingness 
to be prepared to take more than a short 
view Argentine railway 
inactive and slightly lower in some cases 
but those of various Brazilian 


stocks were 


railways 
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were better on balance; sentiment was 
aided by reports of the new trade agreement 
between Brazil and the United States. 

Under the influence of the surrounding 
market trend, home railway securities have 
shown fractional declines, where changed. 
In no other section of the market is senti- 
ment dominated to the same extent by the 
uncertainties that may attach to the 
position in post-war years, and the sub- 
stantial yields have failed to attract any 
sustained demand, despite the satisfactory 
dividend outlook during the period of the 
war. Possibly, however, home railway 
junior stocks may attract a good deal more 
attention when there is any general revival 
in Stock Exchange markets. The deben- 
tures and prior charges may also not be 
without some scope for capital appreciation, 
and they, of course, carry high-class invest- 
ment merits. Earlier in the year Great 
Western 4 per cent. debentures were 115, 
which compares with the current level of 
108, and Southern 4 per cent. debentures, 
now 107, were then 114. During the same 
period, L.M.S.R. 4 per cent. debentures 
have moved back moderately from 106 to 
1034; at 103, L.N.E.R. 4 per cent. deben- 
tures have lost a point, as have the 3 per 
cent. debentures at 79 

Compared with a week ago, Great West- 
ern ordinary has moved back from 45 to 
44} ; the guaranteed and 5 per cent. prefer- 
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ence stocks were unchanged at 124 and 107 
L.M.S.R. ordinary reacted from 20 to 193 
the 1923 preference from 554 to 53, and the 
senior preference from 714 to 70. A decline 
on balance from 224 to 21? was shown by 
L.N.E.R. second preference, and from 53 to 
52 by the first preference ; the first guaran. 
teed was 923, compared with 93 a week ago, 
and the second guaranteed 814, compared 
with 824. Southern preferred has declined 
from 65} to 643 at the time of writing, and 
the deferred from 162 to 16; the 5 per cent 


preference and guaranteed stocks were 
again maintained at 106 and 124 respec- 
tively. After a further improvement to 


45}, London Transport ‘“‘C”’ moved back 
slightly, but at 45 was unchanged on 
balance ; firmness was maintained in the 

4’ and “ B”’ stocks. 

Among foreign railway issues, those of 
Brazilian companies which attracted atten- 
tion at one time, included Leopoldina 4 per 
cent. debentures, which were higher at 48 
and San Paulo ordinary improved to 54 
Elsewhere, Antofagasta preference was 
better, but where changed, Argentine rail- 
way stocks were fractionally lower. In few 
instances, however, did it appear that 
quotations were adequately tested by 
business Among Indian issues, Bengal 
North-Western lost four points to 345} 
Bengal Nagpur was a point lower at 94 
Canadian Pacifics were better on balance 








Traffic Table and Stock Prices of Overseas and Foreign Railwavs 
f=) » 





Traffic for Week x Aggregate Traffics to date Prices 
Miles \ “ee _ Shares 
Railways open sede Ea Totals pe | $- wa 2 
1941-42 Total Inc. or Dec. re) Increase or Stock be zx wt 2 $s 
we 
this year —— 3 This Year Last Year Decrease iad i =“Z 
£ £ £ £ 
Antofagasta (Chili) & Bolivia 834 2.8.42 21,700 — 5,880 31 662,990 571,670 91,320 Ord. Stk. 103 34 93 ~=«ONIil 
Argentine North Eastern 753 1.8.42 ps. 232,500 +ps.21,700 5 ps. 1,020,400 ps. 968,000 ps. 52,400 © 4 I 44 Nil 
Bolivar . 174 July, 1942 3,970 175 29 31,401 26,867 + 4,534 6p.c. Deb 5 5 10 NI 
Brazil ... , : - ; — - — Bonds 8 24 =«O«16 Nil 
Buenos Ayres & Pacific 2,807 1.8.42 ps. 1,355,000 5 ps. 6,537,000 ps. 6,802,000 — ps. 265,000 Ord. Stk. 73 14 5 Nil 
Buenos Ayres Great Southern 5,080 1.8.42 ps. 2,063,000 ps. 131,000 5 ps. 9,468,000 ps. 9,639,000 — ps, 171,000 Ora. Stk. 103 34 73 Nil 
Buenos Ayres Western 1,930 1.8.42 ps. 809,000 ps.21,000 5 ps. 3,646,000 ps. 3,722,000 — ps. 6,000 « 9 24 7 Nil 
Central Argentine 3,700 1.8.42 ps. 2,301,450 +ps.583,959 5 ps. 9,411,900 ps. 8,335,600 ps.!,076,300 ‘a 84 2% 6 Nil 
. ae ' ~ _ - — Dfd. 9} t 34 Nil 
= | Cent. Uruguay of M. Video 972 25.7.42 20,831 + 87 4 76,769 83,726 6,957 Ord. Stk. 94 | 43 Nil 
© | Costa Rica. 262 June, 1942 19,58! — 5,002 50 247,801 242,941 4,860 Stk. 1S} 114 «13 Nil 
< Dorada . 70 June, 1942 17,669 + 4,469 25 81,215 75,300 5,915 | Me. Db. 97 97 88; 64 
qj Entre Rios... ; 808 1.8.42 ps. 289,800 ps. 21,800 5 1,29 1.800 1,449,000 157,200 Ord. Stk. 6} t 5+ Nil 
c Great Western of Brazil 1,030 1.8.42 10,200 2,600 31 305,500 280,200 25,300 Ord. Sh. 7 | Ba Nil 
§\ International of Cl. Amer. 794 May, 1942 $114,834 — $7,783 20 $728,750 $552,133 $176,617 -- — _ 
U | Interoceanic of Mexico - a — —_ — — Ist Pref. i 6d. 3. ~OCONNIl 
« | La Guaira & Caracas 223 July, 1942 6,950 1,080 29 44,940 43,245 + 1,695 _ — —- 
< | Leopoldina 1,918 1.8.42 35,548 + 4,319 31 914,453 751,167 + 163,286 Ord. Stk. 4 4 43 Nil 
S| Mexican - 483 31.7.42 ps. 499,300 +ps. 26,600 5 1,444,400 |, 360.500 83,900 oe i 3 | Nil 
° | Midland of Uruguay y 319 =June,1942 14,640 804 49 167,105 151,608 + 15,497 — _ — a 
” | Nitrate 382 31.7.42 9,166 641 29 109,566 68,639 + 40,927 Ord Sh. 66% lit 3 4 
Paraguay Central 274 31.7.42 $3,692,000 $ 373,000 $17,580,000 $16,926,000 $654,000 Pr.Li.Stk. 43 29 474 1235 
Peruvian Corporation ; 1,059 July, 1942 79,801 14,251 4 79,801 65,550 + 14,251 Pref. 6} 143 «13 Nil 
Salvador 100 May, 1942 c¢ 106,000 + ¢46,000 45 ¢ 959,172 c 743,683 + ¢ 215,489 - - - 
San Paulo. . 1S3$(26.7.42 36,622 — 1,240 30 1,067,835 1,112,125 — 44,290 Ord.Stk. 52 244 53 3 
Talta! 160 June,1942 5,800 + 3,750 27 32,595 32,595 + 22,915 Ord. Sh. | 6/- 1@~=sONil 
United of Havana 1,346 1.8.42 35,270 + 15,831 5 166,249 91,424 + 74,825 Ord. Stk. 24 + 3 Nil 
‘ Uruguay Northern 73 June, 1942 1019 — 13 49 14,286 13,960 + 326 —_— _ _ pu _ 
3 ¢ Canadian National 23,562 31.7.42 ,164,200 + 394,400 31 40,509,600 33,474,000 + 7,035 ,600 _— _ — _ = 
s \ Canadian Pacific 17,049 31.7.42 ,451,800 106,400 3! 28,591 ,800 23,840,000 + 4,75:,800 Ord. Stk. 13% 7% Hy Nil 
U 
Barsi Light non 202. May, 1942 13,887 3,090 8 26,692 36,615 — 9,923 — -- — — - 
+ | Bengal & North Western 2,090 May, 1942 281,550 + 6,732 8 555,000 555,860 — 860 Ord. Stk. 345 253 3484 54 
2 | Bengal-Nagpur 3,267 30.4.42 281,325 30,419 3 809,550 800,995 + 8,554 om 101 952 95 4% 
2) Madras & Southern Mahratta 2,939 10.5.42 214,050 + 13,747 6 887,325 812,094 + 75,231 an 105% 1014 99 % 
= | Rohilkund & Kumaon ; 571 May, 1942 58,950 — 12,488 8 119,550 140,639 — 21,089 an 342 290 3514 4% 
‘ South Indian 2,402 20 5.42 3,342,414 + 27 ,868 7 16,363,368 14,045,230 + 115,907 “ 100 87 95 34 
Beira .. - : 204 May, 1942 66,600 — 9 600,715 — _ ~ — — —- 
Egyptian Delta 607 30.6.42 10,075 + 3,103 13 95,989 59,483 36,506 Prf. Sh. 14 29 /- Ni 
»| Manila - - — — — — — B.Deb. 68 45 375 
2} Midland of W. Australia 277 May, 1942 26,845 + 9,254 41 229,956 167,924 + 62,032 Inc.Deb. 90 864 894 6 
2 Nigerian je ; 1,900 25.4.42 51,498 + 137 4 191,234 240,666 — 49,432 _ _ —| — - 
$\ Rhodesia. 2.442 May, 1942 435,574 _ 35 3,817,971 _ — _ “ —-|-/- 
South Africa 13,291 136.42 766,534 27,549 Ii 8,034,717 7,649,341 + 345,376 = os — — - 
| Victoria 4,774 Mar., 1942 1,339,304 + 366,183 37 10,425,476 8,391,343 + 2,034,133 os _ —_ ~_ - 














Note 





Yields are based on the approximate current prices and are within a fraction of + 
+ Receipts are calculated @ 


Is. 6d. to the rupee 








Argentine traffics are given in pesos 


§ ex dividend 
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